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Last year the railroads hauled more tons 
more miles than any other carrier in the 
history of the world. This year the job 
is even greater .. . and so is the need 
for maximum dependability. 

The Norfolk and Western is one of the 
roads that is helping the industry to 
make such a splendid showing . . . and 
one of the roads that depend on wrought 
iron to help “keep ‘em rolling.” Piping 
on sixteen new freight locomotives like 
the one pictured is Byers Wrought Iron, 
and Byers Wrought Iron billets were 
furnished for draw bars and safety bars 
on ten of them. Byers Wrought Iron 
pipe is also used on five of N. & W. 
passenger locomotives recently built. 

The longer life of wrought iron, in 
services where corrosion or vibration 
causes premature failure of ordinary 
materials, is a matter of personal knowl- 
edge to almost all railroad men. Many 
are profitably extending its use to new 
applications, where the present emer- 
gency makes the cost and the conse- 
quences of failure too ‘high to gamble 
with. If you have any new construction 
or repair work where such conditions 
exist, and would like to know the record 
of wrought iron in similar situations, our 
Engineering Service Department will be 
glad to give you actual performance data. 
Ask also for a copy of our new General 
Catalog, which gives complete informa- 
tion for ordering any Byers product. 

A. M. Byers Company, Pittsburgh, Pa. 
Established 1864. Boston, New York, 
Philadelphia, Washington, Chicago, St. 


Louis, Houston, Seattle, San Francisco. 




















REATLY reduced expenditures for freight car upkeep are 
assured when Unit Trucks are provided. Unit Truck 
Brake Beams and their suspension eliminate hundreds of parts 
and many tons of steel. They will outlast at least four sets of 
conventional brake beams. Apply Unit Trucks and secure 
freedom from truck brake rigging failures. Approved for interchange. 


Full information as to licensees authorized to manufacture Unit Trucks will be furnished upon request. 


UNIT TRUCK CORPORATION 


140 CEDAR STREET NEW YORK, N. Y. 
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on the advantages of Centralized Traffic Control 
on a single track railroad. These advantages 
can also be obtained with C.T.C. installations 
on multiple track roads where capacity is in- 
adequate to meet the growing demand for 
speedier and greater movement of men and 
materials. C.T.C. which enables train operation 
by signal indication in either direction on one 
or more tracks in multiple track territory will 
greatly increase capacity to move trains with 
a minimum of delay. 

A concrete example is a 12-mile section on 
one railroad where the construction of a third 
track to reduce train delays frequently en- 
countered had been under consideration. In- 
stead, a C.T.C. System was installed so that 
all trains could be directed by signal indication 
throughout the territory. Power operated cross- 





THE EMPHASIS 


HAS BEEN ..| 


overs were installed at each end and in the 
center of this section and along with the 
necessary signals were controlled from one 
C.T.C. machine so that trains could be speedily 
diverted from one main track to the other. As a 
result train performance has been speeded to 
produce an average saving of 9 minutes per 
train in this comparatively short territory. 
C.T.C. with reverse direction signaling pro- 
vides a facility for double track operation 
equivalent to that afforded by three or four 
tracks signaled for train operation in one 
direction only. Centralized Traffic Control 
represents a method of reducing transporta- 
tion: time and increasing capac- 
ity for additional traffic 
with minimum use of critical 
materials. » » » » 
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The Week at a Glance 


CRITICISM IS PATRIOTIC: There 
is plenty of opposition—based on well- 
founded misgivings—to the ODT general 
order putting a minimum weight on l.c.l 
cars. But the controversy lies between 
_ opponents who are all striving for the 
| same goal—maximum efficiency in trans- 
portation. Neither side suspects the other 
is in Hitler’s pay, or makes such accusa- 
tion. The leading editorial herein suggests 
that government officials who suspect trea- 
son in every critic might look with profit 
on the transportation set-up. The discus- 
sion goes on to call attention to Donald 
Nelson’s advocacy of the St. Lawrence 
Waterway—a project which is supported by 
no competent and disinterested counsel. 
Do Americans owe loyalty to Mr. Nelson 
when he insists on measures outside the 
range of his experience and contrary to 
the unanimous counsel of informed ad- 
visors? Such misguided loyalty, harken- 
ing to political rather than experienced 
advice, would encourage widespread in- 
efficiency and might lose us the war. 
2s 
INVENTORIES UP: The railroads, 
including those other than Class I, had 
466 million dollars of supplies on hand 
on January 1, which was 35 per cent more 
than a year previous. Details are analyzed 
and tabulated elsewhere in these pages. 
a 
LOCOMOTIVE FORECAST: The 


development that is likely to come in steam, 


electric, Diesel and, possibly, turbine loco- 
motives is weighed and analyzed in a 


paper herein, by Frank B. Powers of 
Westinghouse Electric. 

e 
RY. SUPPLIERS HONORED: Three 
companies which are engaged regularly in 
the manufacture of railway materials and 
equipment, but which have also been doing 
important war work, have been awarded the 
coveted Navy “E,” as is briefly related in 
the news pages herein. This honor, naval 
officers have explained to wus, is not lightly 
bestowed, and companies which win it— 
management and employees alike—have 
every reason for legitimate pride. 

a 
HEAVY LOCOMOTIVE BUYING: 
No other March since that of 1929 wit- 
nessed the ordering of so many steam loco- 
motives — 102 —as the month just past. 
This and other trends and developments in 
the equipment market are analyzed in the 
monthly equipment review which appears 
in the news pages herein. There are many 
inquiries outstanding, and the car-building 
program continues to lag behind schedule. 

S 
PRESCRIPTION FOR CHAOS: Two 
affronts to his well-ordered wisdom acti- 
vated Walter Lippmann’s polite pen in his 
syndicated article on April 2. One was the 
failure of an immediate supply of all the 
shipping we could handily use to fight 
wars thousands of miles away. The other 
Was the low opinion in which the Mari- 
time Commission apparently holds the 
“sea otter” ship. As usual, Mr. Lippmann 
had a quick and easy answer, namely, that 


a dictator should be appointed over all 
transportation—internal as well as ex- 
ternal. Internal transportation, Mr. Lipp- 
mann solemnly misinformed his readers, 
is under the control of “any number of 
separate authorities.’ Centralized control 
over details, of the kind Mr. Lippmann has 
in mind, did not work well in the last war, 
even in the limited area of domestic rail- 
roading. Mr. Lippmann appears not to 
wish to soil the abstract purity of his logic 
by checking its conformance with vulgar 


facts. 
) 


ARMY TRAFFIC DEPT.: The Army 
has enlarged its transportation department 
and has enlisted the services of some 
distinguished executives from the indus- 
try—among them G. Metzman of the New 
York Central, Fred Horner of General 
Motors, W. J. Williamson of Sears, Roe- 
buck and John Franklin of the United 
States Lines. Further details will be found 
in the news pages. 

e 
UP GOES OIL TONNAGE: The pe- 
troleum products hauled by the railroads 
in the March 21 week mounted further 
to 465 thousand barrels daily. The Pe- 
troleum Co-ordinator has issued further 
instructions to shippers and receivers, still 
further to promote efficient use of available 
cars and the A. A. R. has established a 
Tank Car Section in the Car Service Di- 
vision the better to achieve this objective. 

a) 
POLITICAL WHEAT PROBLEM: 
Henry Wallace’s “ever-normal granary” 
has worked out so that practically all the 
elevators are full, with a handsome crop 
in prospect. At a special grain meeting 
at Kansas City, reported in the news pages 
herein, the Commodity Credit Corporation 
(alias Department of Agriculture) regional 
director was on hand to orate about the 
virtues of the “ever-normal granary”—but 
not to disclose what would be done with 
the wheat surplus this brilliant political 
brain-child has produced. 

=) 
RY. LABOR ACT ON TRIAL: The 
constitutionality of the Railway Labor Act 
(especially that part which denies, or 
makes impracticable, court review of Ad- 
justment Board decisions) is going to be 
weighed by the United States Supreme 
Court. The case which the court has 
agreed to hear is that of Washington 
Terminal vs. Boswell, in which an appeals 
court denied the terminal company a ju- 
dicial review of an Adjustment Board de- 
cision. 

3 
LOADINGS TO RISE 14.6%: In the 
second quarter, carloadings are going to be 
14.6 per cent above those of 1941—accord- 
ing to the estimates of the Shippers’ Ad- 
visory Boards. The Allegheny and Ohio 
Valley boards look for increases of 24 and 
34 per cent, respectively. Less-than-aver- 
age increases are expected in the New 
England, Atlantic, Southeast, Mid-West, 
Mo.-Kan., and Pacific areas. About aver- 
age rises are what the rest of the boards 
are counting on. 


7 


ON THE “PLANNING” FRONT: 


_ The politicians and social reformers con- 


tinue to elaborate the pattern of the post- 
war America they intend to have. Jerry 
Voorhis, New Deal Congressman, has se- 
cured a favorable report from the House 
labor committee on his bill to establish a 
“national. commission for post-war plan- 
ning.” This board would be more like 
a convention than a committee, since it 
would have 34 members—10 from Congress 
and 24 appointed by the President, just to 
make sure that it will be loaded down with 
New Dealers. Of the President’s appointees, 
there are to be representatives of con- 
sumers’ co-operatives, labor unions, 
churches, schools, “welfare” organizations 
and—badly outnumbered—industry and fi- 
nance. America of the future, it seems, is 
to be dominated, as during the past nine 
years, by the spenders of wealth—not by 
its producers and conservators. 
S 
MORE THAN BARE DUTY: In the 
news pages herein is recorded the story 
of an engine crew who, when a piece of 
brake pipe failed, arranged for the neces- 
sary repairs at a nearby factory and thus 
saved a bad delay to their train—and the 
tie-up of a busy piece of track. Resource- 
ful service beyond the requirements of 
routine duty, is what soldiers get medals 
for. Railroad men who did what this engine 
crew did are deserving of similar recognition. 
Such devotion to the job, in this war of 
transportation, contributes to military ef- 
fectiveness in the same way as when it is 
displayed by soldiers. We'd like to have 
the chance to report a lot of cases like this 
one. 
J 


GO CAHOOTS WITH BUSES?: John 
Rogers wants the bus operators to co- 
operate with each other and the railroads 
to the extent of staggered schedules, joint 
use of terminals and, even, pooling of serv- 
ice—but he warns that the law makes it 
necessary that the ODT be in on any 
moves which will lessen competition. He 
wants service pulled off where patronage 
is light, unless considerable public incon- 
venience would result. He recognizes that 
commutation traffic isn’t desirable, com- 
pared to line haul, but “it is a necessary 
service and each class of carrier will be 
expected to do its part.” 
7 
1941 CAPITAL OUTLAY: Capital ex- 
penditures in 1941 were 543 million dollars 
—the largest total since 1930 when, it will 
be remembered, heavy commitments were 
made in co-operation with the government's 
effort thus to restore prosperity. The in- 
crease over 1940 was about 114 million dol- 
lars. 
a 


TWO MONTHY’ EARNINGS: In the 
first two months of the current year, total 
operating revenues were up 28 per cent 
over last year—but operating expenses 
showed an increase of 29 per cent. Net 
railway operating income for the two 
months was 135 millions, as compared to 
120 millions last year. 
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Is Criticism “Disloyal”’? 


Many railroad men doubt that the ODT’s minimum 
carload order for |. c. 1. freight is the most effective 
means to secure highest efficiency in the use of mer- 
chandise car equipment. Even those railroad people 
who question the wisdom of this order, and who pos- 
sibly may oppose its becoming fully effective, do not 
do so because they differ with the goal the ODT is 
seeking, but only because they are convinced that better 
means to achieve that goal are possible. Nobody ques- 
tions anybody’s loyalty or suggests that the other side 
is in Hitler’s pay. 

The attitude of railroad men toward the ODT on a 
question where there is legitimate basis for difference 
of opinion typifies a relationship which would be a 
healthy one for all citizens to hold toward the govern- 
ment in its war activities—i. e., a combination of co- 
operation plus constructive criticism. 


Perilous Not to Resist Incompetence 


Some misguided idealists, on the contrary, seem to 
think that it is traitorous to criticize government officials 
in a period of military crisis. Quite the contrary is true 
—provided the criticism is realistic and is concerned 
with the hard facts of how the war is being conducted. 
War is real. It consists in hurling destructive mate- 
rials at the enemy, and warding off those he heaves at 
us. If a public official acts to promote the efficiency 
with which we assemble lethal substances, and the men 
to dispatch them, he merits public support. If he acts 
otherwise, the citizen ought to oppose him—in degree 
proportionate to his inefficiency. Failing opposition by 
the citizens to official incompetence, our soldiers and 
the things they need to fight with will not be provided 
with maximum efficiency. The lack of such efficiency 
might lose the war for us. 

At a meeting in Washington a few days ago this 
writer heard a well-known industrial executive, who 
occupies an important position in the government’s war 
supply organization, plead with obvious sincerity for 
greater “loyalty” to the War Production Board—espe- 
cially to its chief, Donald Nelson—and to the Presi- 
dent. When public officials act in any area of the war 
effort in a manner to promote the efficiency of that 
effort, then they plainly deserve the enthusiastic co- 
operation of every citizen; otherwise. not. 

To be specific—the New York Times this week re- 
ported that a state legislator at Albany, N. Y., had a 
letter from Chairman Donald Nelson of the WPB, in 
which Mr. Nelson advocated the construction of the 


St. Lawrence Seaway as a war measure. As authority 
for his position, he gave the names of two of his subor- 
dinates in WPB—one of whom came from TVA and 
who, hence, is a prejudiced witness for government 
power, and the other who is a distinguished manufac- 
turer with no experience in either transportation or 
electricity. There is no person in America, qualified 
to advise authoritatively on either transportation or 
power—and disinterested—who does not condemn the 
St. Lawrence project, not only as economically wasteful 
at any time, but as especially harmful at the present 
time because of its wastage of scarce materials. 

Where does the citizen owe his loyalty? To Mr. 
Nelson, when he presumes to give advice on a subject 
about which he does not even claim to have first-hand 
information, or to competent and disinterested opinion 
which advises to the contrary? If the American 
people want to be realistic with their loyalty they will 
give it to Mr. Nelson when he counsels them in the field 
where he is qualified to speak, and withhold it from him 
when he seeks to admonish them outside the range of 
his competence. The trouble is—where a man gets a 
reputation for testifying about things he does not know 
about, he runs the risk of inviting challenge even when 
he really is giving competent advice. 


Where Loyalty Requires Opposition 


The conduct of the war consists of a vast series of 
tasks and decisions—every one of them, if our effort is 
to be effective, calling for the utmost competence which 
we can bring to bear on it. Effective loyalty on 
the part of the citizen consists in himself doing the job 
that he is equipped to do with all the skill and energy 
he can command; and giving his support to public offi- 
cials who are doing the same. It is a mistaken, and 
even fatal, loyalty which leads either a citizen or a pub- 
lic official to support policies or persons, when such 
support leads to less than the maximum expertness and 
disinterestedness on every job or decision connected 
with the war. 

General MacArthur has the loyalty of the American 
people because he has done with devotion the job at 
which he is extremely competent. He did not win the 
respect in which he is held by offering opinions freely 
on controversial political questions, beyond his range of 
intimate experience. It is a wonder that public officials 
who are dissatisfied with the degree of loyalty which 
they are able to command do not study the behavior of 
those who do command it, and strive to profit thereby. 
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How Maximize 
Passenger Capacity? 


Recent statistics of railroad passenger traffic reveal 
that the public is rapidly turning again to the railroads 
for a service which, in recent years, has been relatively 
poorly patronized. They indicate, also, that a consid- 
erably more intensive utilization of existing facilities 
than that to which they have yet been. put is possible— 
before it should be necessary to turn customers away, 
except in isolated instances. The figures suggest, more- 
over, that intelligent co-operation of the railroads and 
the public will go far toward minimizing the inconveni- 
ence of growing congestion. 

The rapidity of the increase in travel by rail may, 
perhaps, best be realized by expressing the volume of 
traffic (revenue passenger-miles) of recent months in 
terms of percentages of the same months in 1929. For 
example, passengers carried one mile in January, 1941, 
were 87.7 per cent of the passengers carried one mile 
in January, 1929. Other percentages of 1941 monthly 
traffic to 1929 months follow: 


The total of passengers carried one mile is not avail- 
able at this writing for any of the 1942 months. In 
January, 1942, however, passenger revenues were 38.7 
per cent higher than in January, 1941,—and the recent 


fare increases had not come into effect in that month. 
It seems likely, therefore, that passengers carried one 
mile in January, 1942, were probably not far from 38 
per cent above January, 1941,—which would put the 
January, 1942, passengers one-mile figure at 121 per 
cent of 1929. Thus, in the four months from September, 


1941, to January, 1942, passenger traffic jumped from - 


less than 92 per cent of the 1929 level to 21 per cent 
above that level. 

The average number of passengers per car was 
greater in December, 1941, than in. any previous De- 
cember since 1920. Still, that average (17.9 passen- 
gers per car) represented less than one-fourth the ca- 
pacity of the average passenger-carrying car (72 pas- 
sengers )—which is a load factor that other forms of 
transportation would consider ruinous. (For example, 
air transportation in 1940 had a load factor of 58 per 
cent.) If the railroads should follow the practices of 
other agencies—relinquishing lightly-patronized serv- 
ices to alternative methods and accustoming their pa- 
trons to accommodate their travel more largely to the 
carriers’ convenience—quite likely a much higher load 
factor could likewise be attained in railroad passenger 
service. As the figures show, the railroads could carry 
double the passengers they are now carrying, with 
their present equipment, if they should adopt policies, 
as their rivals do, which bring a ratio of 50 per cent 
or more of pay-load to capacity. 

Some one has truly said that the best kind of “plan- 
ning,” which can be carried on to meet the difficult 
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days which can be foreseen when the war ends, is to 
operate with the utmost efficiency while the war is on. 
There never was any economic justification, alternative 
forms of transportation being available, in running, 
merely as a public service, passenger trains to which 
the public gave meager patronage. Now the very neces- 
sity of national survival demands that such uneconomic 
services be curtailed—so that the equipment may be 
used in services where the volume of patronage indi- 
cates that it will satisfy the requirements of a maximum 
number of people. Elimination or pooling or other 
devices necessary to economize facilities during the war 
should enable the carriers to enter the post-war period 
unencumbered by many of the unremunerative services 
which hampered their performance during the trying 
’ Thirties. 

The more information the public has of the facts 
which face them with respect to passenger transporta- 
tion, the more they will be able to avoid inconvenience 
in the “tightness” which is developing. For example, 
President Ralph Budd of the Burlington in a public 
statement a couple of weeks ago made it known that 
in July and August, week-end travel in and out of 
Chicago is 75 to 85 per cent heavier than it is on Mon- 
days to Thursdays, inclusive. Many persons who 
would otherwise travel on week-ends might, with but 
little inconvenience, shift their journeys to other days 
—and thus find plenty of space available for them. By 
having such information and acting upon it, they will 
help themselves no less than the railroads—and there- 
by also contribute to the effectiveness of the carriers’ 
war effort. 

An accompanying table gives some significant statis- 
tics, which indicate the growing need for the utmost 
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economy (i. €., maximum use of facilities), in railroad 
passenger service. It will be noted that the number of 
cars available for carrying passengers has declined 
about one-third since 1929—while the railroads, in re- 
cent months, find themselves faced with the necessity 
of carrying much more traffic. than they had in 1929, 
when they had more cars. The reasonableness’ of an 
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effort by the railways to secure a larger load per car is 
demonstrated further by the huge reduction that has 
been made in the price of passenger service (and in 
the revenues which the railroads derive from it). For 
example, 1941 passenger traffic volume was only 6 per 
cent less than in 1929, but the price of passenger serv- 
ice had been reduced 38 per cent and the revenues the 
railroads received from the service were 41 per cent 
less—this despite an improvement in the quality of the 
service which is without parallel in the history of the 
railroads. 

The recent increase of 10 per cent in the rate of fare 
still leaves the railroad passenger with a tremendous 
travel bargain under present conditions, and the in- 
tensity of railroad travel indicates that this bargain is 
becoming more and more widely appreciated. If the 
public is made aware of the significant facts of the 
situation as it is developing—and if, knowing these 
facts, it will extend its co-operation to the railroads in 
acting upon them as the national interest requires—the 
time can be long postponed, if not avoided entirely, 
when persons, requiring railroad service, will have to 
be turned away. 


RAILWAY AGE 


Increased Track 
Capacity Quickly 


On certain portions of some of the transcontinental 
lines, as well as on a few of the shorter lines leading 
to ports, the volume of traffic has increased to as much 
as twice the previous high record, and still further in- 
creases may be expected as the war program develops. 
On such lines it is becoming a serious problem to so in- 
crease the capacity of certain strategic sections of single- 
track, that delays to important traffic will be reduced, 
congestion relieved, and fewer locomotives required to 
handle this steadily rising volume. 

Even though the construction of second track in such 
locations might be justified for future use, it is doubtful 
if it could be completed in time to be of use before the 
present emergency ends. On the other hand, modern 
signaling facilities can be planned and installed within 
a few months, and the installation of centralized traffic 
control, for example, including semi-automatic signals 
for authorizing train movements by signal indications, 
without time tables and train orders, will increase the 
capacity of an existing single track markedly. In fact, 





One of our able and well-advised readers writes 
as follows: 


“IT have always felt that many executives do not take 
full advantage of the storehouse of factual information in 
the possession of their own organizations—largely because 
the average railroad executive is too greatly burdened with 
current pressing problems to give proper time to analytical 
studies for determining future policies. 

“Such oversight is often dangerous, particularly when 
business is good. I so well recall during the prosperous 
late ’Twenties—when it was quite obvious that our pros- 
perity came from ‘flush’ traffic, and our stable business, 
the kind that made up the life bread of the railroad, was 
rapidly disappearing—railroad managements were pre- 
occupied with taking care of the current heavy traffic and 
enjoying the profits thereof, rather than taking on the 
onerous task of separating the wheat from the chaff, and 
then taking some comprehensive corrective action. 

“If proper analyses and research had been followed then, 
the shock of the depression could possibly have been 
greatly cushioned. 

“I have recently been wondering if we may not again 
be passing through the same kind of period and again 
making the same mistakes. Much of our present heavy 
traffic is even more of a ‘flush’ nature than that of the 
’Twenties. On the other hand, there is also a great deal 
of it which is traffic we had lost in the past to cheaper 
forms of transportation, and will lose again for the same 
reason unless we do something to retain it, this time.” 


Other industry is now conducting research to 
maintain and improve its position after the war. 
There is every sound reason why the railroads—to 
the extent that they have not already done so— 
should begin now, individually and collectively, to 
analyze their position in the light of current and 
continuing developments to make plans to cushion 
the post-war shock. 





Winning the War While Planning for Peace 


Your observer saw a large air transport plane 
only recently which the designers said had sufficient 
capacity and economy successfully to compete with 
land express. There are those who will now ques- 
tion the ability of air transport to make such a 
place for itself in the transportation scheme. People 
of this frame of mind felt the same way, after the 
last war, with respect to the prospects of motor 
transportation. 

Air transport is only one of the many threats 
to the maintenance of transportation by railroads 
which are developing. 

Some say that the job now is to win the war, 
and they are quite right. But an efficient job of 
war-time railroading includes keeping posted on 
industrial, technical and traffic developments. These 
come so swiftly today that it requires specialized 
effort to keep up with them—nobody can do this 
job adequately in his spare time. But the railroad 
or other company which keeps competently up-to- 
date on current industrial, technical and traffic de- 
velopments, in order to operate effectively during 
the war, has already done nine-tenths of all 
that needs to be done for realistic “post-war plan- 
ning.” 

There is no incompatibility between working to 
win the war, and at the same time being prepared 
to meet the conditions of peace. An adequate job 
on the former includes the latter, almost as a neces- 
sary corollary. The British railways—with much 
longer experience at war than we have—have cer- 
tainly come to this conclusion, as is evidenced by 
their appointing Sir Ernest Lemon of the L. M. S. 
to head up investigation of this kind in behalf of 
all the British railways. 
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the results which can be secured irom proposed proj- 
ects can now be predicted quite accurately by means of 
facts developed on numerous sections of centralized 
traffic control that are now in service. Roughly, the 
installation of C. T. C. on a busy single-track line will 
reduce the over-all time of trains an average of one 
minute for each mile of the installation. Following the 
installation of C. T. C. on one sub-division of more than 
100 miles, a 29 per cent reduction was made in the 
average time of trains enroute, notwithstanding the fact 
that the number of trains increased 13.1 per cent, and 
’ the number of cars handled rose 18 per cent over pre- 
vious peaks. Expressed in another way, a chief ex- 
ecutive of one railroad has stated that new C. T. C. 


A increases the capacity of single track to 75 per cent of 


that of double track. 

“By reducing the time spent on the road, locomotives 
can be dispatched on return trips sooner; thus fewer 
locomotives need be assigned to the freight power pool 
on a division. After C. T. C. was installed on one 
engine district, eight locomotives were released for use 
on other divisions. On another road, where the engine 
pool for a division included a certain number of large 
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modern locomotives and a few older ones of less capac- 
ity, practically all of the trains are now handled by the 
larger locomotives, thus further increasing their speed. 
as well as reducing the number of trains. On one road, 
the installation of C. T. C. was a major factor con- 
tributing to the practicability of closing an enginehouse 
at an intermediate point on a division. 

It is evident that on those sections of single track, 
over which an increased volume of traffic must be 
moved as a vital part of the war program, centralized 
traffic control now warrants special consideration. Yet 
many well informed men who agree with this statement 
are reluctant to proceed because of the possible diffi- 
culties of securing the materials required for extensive 
C. T. C. projects. However, on those lines where in- 
creased track capacity is imperative, relays, coding 
equipment and signals required for centralized traffic 
control are small in quantity as compared with the ma- 
terials required for second track or for additional loco- 
motives. Furthermore, analyses are being made of 
methods to minimize the materials that are now re- 
quired for C. T. C. as compared with those used in in- 
stallations made previously. 





Railway Age has published a 36-page pamphlet, 834 in. 
by 11% in., to which has been given the title, “Railway 
Research—a Review.” This booklet contains eleven articles 
on.a variety of topics related to the general subject, espe- 
cially economic and traffic research. The authors include 
the following : 


F. H. Law, late vice-president, traffic, Illinois Central. 

Stanley Berge, manager traffic research, Illinois Central 
(now on leave with the United States Navy). 

H. A. DeButts, vice-president, Southern. 


versity. 

H. W. Johnson, car accountant, St. Louis-San Francisco. 

Carleton W. Meyer, assistant to president, New York 
Central. 

T. H. Seay, comptroller, Southern. 

Loyd J. Kiernan, railroad statistician, Equitable Life As- 
surance Society. 

Walter S. Lacher, secretary, engineering division, Asso- 
ciation of American Railroads. 

J. R. Staley, freight traffic manager, Missouri Pacific. 


The articles include descriptions of the traffic and eco- 
nomic research methods of two leading railroads, a consid- 
eration of some of the principal traffic and technological 
changes which are now revolutionizing the railroads’ post- 
war prospects, and a discussion of a few of the specific 
problems which railroad economic research needs to try to 
answer. One of the papers deals specifically with some of 
the acute managerial problems to which the war has given 
rise. The material published in this pamphlet is, for the most 
part, new—and was written especially for this publication— 
although a few of the discussions are reprints. The emphasis 
throughout is on economic—that is, commercial—research, 
rather than on that into technological matters, although 
there is included an abstract of the A. A. R.’s comprehen- 
sive program of inquiry into important problems of the 
engineering department. 

The greater emphasis on economic questions in this sur- 
vey is ascribed in a foreword by J. G. Lyne, Railway Age’s 
assistant to the editor, to the fact that, relatively speaking, 
this kind of research by railroads has so far received very 





A Discussion of Railroad Research 


Kent Healy, associate professor of economics, Yale Uni- . 


little printed attention. Mention research and most people 
visualize a man in a laboratory surrounded by test tubes— 
and that kind of research is of the greatest value. But this 
particular survey is more concerned with the kind of 
inquiry which consists of calls on shippers, analyzing com- 
modity statistics, keeping posted on the latest business 
trends, putting to use the revealing data which every rail- 
road has on its operations but which, so far, nobody has 
critically analyzed. 

The pamphlet also contains some articles which, prop- 
erly speaking, do not involve research at all—as the term 
is ordinarily understood. For example, two of these arti- 
cles relate specifically what two railroads have done re- 
garding the most practical immediate problem of getting 
more efficient use out of available freight cars. It is the 
contention in the foreword that these -articles—while per- 
haps they do not illustrate the application of what is ordi- 
narily conceived as “research”—do involve the application 
of what is called “the research method.” 

This method is described as that governed by “the un- 
prejudiced, skeptical, curious, scientific attitude.” When 
this method is applied to a problem of limited scope, it is 
nothing but just good, orthodox, sound and customary rail- 
road practice. It becomes “research” simply when this 
practice of proven soundness is extended to cover those 
larger problems which every railroad manager has often 
wondered about, but has never had the time to get into. 

The pamphlet does not aim to be comprehensive, nor 
carefully selective. Many developments would deserve in- 
clusion in such a report, if its aspirations were more 
ambitious. Instead, it claims to be no more than an “interim 
report,” a partial survey—something which, it is hoped, 
may stimulate thought and discussion, but without aspiring 
to be an encyclopedia or a course of selective readings on 
the subject. 

A number of copies of the booklet have been acquired by 
the Association of American Railroads and have been cir- 
culated among chief executives of member roads. The 
Railway Age has a limited supply which are available, at 
25 cents a copy, by addressing our New York office, 30 
Church Street. 
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* All photographs by courtesy of the Canadian National 


This View Was Taken as the Superstructure of the Bridge at Dorval, Que. Was Being 
Rolled Into the Final Location From Its Position on Falsework Alongside the Track 


This C. N. R. Bridge Designed 


to Economize in Steel 


Savings effected in through plate-girder span over highway 
by constructing deck largely of reinforced concrete 


prises an important phase of the war effort, engi- 
neers are turning to the development of designs for 
new structures that will require a minimum of struc- 


ie these days when the conservation of steel com- 


tural steel. For this reason interest is attracted to a 
bridge spanning a highway subway that was constructed 


recently by the Canadian National. Because of the par- 
ticular floor design that was adopted for this structure, 
the railroad estimates that the amount of structural steel 
actually used was about 36 per cent less than would have 
been required if it had been designed along conventional 
lines. The bridge is located at Dorval, Que., a point on 


The New Double-Track Bridge, Comprising Only Two Girders, Has a Clear Span Between End Bearings of 114 Ft. 10% In. 
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This View of the Under Side of the Bridge Shows the Reinforced 
Concrete “T’ Slab-and-Stringer Design 


the company’s double-track main line about 10 miles west 
of Montreal, where it carries the tracks across a new 
arterial highway. The latter embodies two 24-ft. traffic 
ways, separated by an 8-ft. center strip, and two 5-ft. 
sidewalks, one on each side of the highway. Thus, the 
combined width of the highway and the walks is 66 ft., 
but owing to the fact that the crossing is made at a 
sharp skew, the layout required a much longer span. 
Specifically, the skew angle is 51 deg. 50 min., making 
necessary a structure having a total length between the 
end bearings of about 115 ft. As intermediate supports 
were considered objectionable, it was necessary to design 
the structure with a single span. Also, because local 
conditions placed a definite limit on the extent to which 
the highway could be depressed, it was imperative that 
the depth of the bridge deck be kept to a minimum. 

To meet these requirements, a through plate-girder 





View of One of the Abutments, Taken While the Temporary Bridge 
Was Being Removed, Showing the Pre-Cast Triangular Concrete 
Slabs in the Backwall 
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114 ft. 1034 in. between end bearings, was chosen for 
this location. As noted at the outset, it is the floor sys- 
tem of the structure that is of special interest. Briefly, 
this consists of a reinforced concrete “T” slab-and- 
stringer design, with a reinforced concrete stringer di- 
rectly under each rail, spanning between steel floor 


-beams which are encased in concrete. Also, following 


a policy that is used widely on the Canadian National, 
the deck is without ties, ballast or waterproofing, the 
rails being carried on malleable iron chairs that are 
bolted directly to the concrete slab floor. 

Through the use of this type of floor design and the 
omission of the ballast, in preference to the conventional 
design embodying a structural-steel floor system encased 
in concrete and with a waterproofed ballasted deck, the 
railroad estimates that a number of advantages resulting 
in economies were obtained. First, there is the very 
considerable saving in the use of structural steel in the 
deck and the main girders that was effected through the 
use of the reinforced concrete slab-and-stringer con- 
struction. Also, it is pointed out that the particular 
floor design used, with its ballastless deck, made pos- 
sible the use of only two girders, instead of the four 
that would otherwise have been required. As a result, 
it was not necessary to go to the heavy expense of widen- 
ing the track centers at the bridge and for a consider- 
able distance on both approaches, an expedient that 
would have been required if the structure had consisted 
of two girders for each track. 
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! Floor beam 


Cross Section Through the Girders and Deck Structure 


The two main girders in the bridge are 10 ft. % in. 
high between the backs of the flange angles, and are 
31 ft. apart. Spanning between them at intervals of 10 
ft. 93g in. are the floor beams, which consist of built-up 
members having a depth of 3 ft. 214 in. between the 
backs of the flange angles. These beams extend up 
into the floor slab and are themselves encased in con- 
crete down to the top sides of the lower flange angles. 
The trimmer floor beam at each end of the bridge is of 
the same size and construction as the floor beams and 
is also encased in concrete. 

Spanning between the floor beams are the reinforced 
concrete stringers, which are cast integrally with the 
floor slab and the concrete encasing the floor beams. 
As noted previously, there is a concrete stringer under 
each rail. The stringers are 1 ft. 6 in. wide and 2 ft. 
deep and are heavily reinforced, as is the slab, which is 
12 in. thick. Throughout the deck construction, shelf 
angles were used extensively as a means of holding the 
reinforcing steel in position and of fastening it to the 
floor beams and girders. 

The existing track rails, which are of the 131-Ib. 
Headfree type, were replaced on the deck of the new 
bridge. As noted previously, the rails rest on chairs 
that are bolted directly to the concrete deck slab, being 
separated from the latter only ‘by rubber shims. The 
plates are of the double-shoulder type, are 1346 in. thick 
and are of malleable iron. At each plate two 1-in. round 

(Continued on page 694) 


structure on concrete abutments, with a clear span of 
























Passes On 


Long Time Head of Rock Island 
System, and one of the nation’s 
most widely known railway 


executives, dies at age of 78 


S reported in the Railway Age of March 28, James 
A E. Gorman, president, a director and chairman of 

the executive committee of the Chicago, Rock 
Island & Pacific, and since 1933 one of the trustees for 
the company, died on March 25 in the St. Francis 
hospital, Evanston, Ill., following an attack of influenza. 
The death of Mr. Gorman brings to a close nearly 65 
years of railroad service, comprising one of the most 
colorful careers in railroad annals, that of a man who 
rose from yard clerk to president of one of the largest 
middle western railroad systems in the country. 

Mr. Gorman rose through the traffic department of 
the Atchison, Topeka & Santa Fe, later going to the 
Rock Island in an executive capacity. At the time of 
his death he was considered the dean of railway traffic 
men and in later years, although executive responsibilities 
took more of his time, he continued to take a broad in- 
terest in traffic matters and in public relations ‘work. 
Perhaps the outstanding trait of Mr. Gorman was his 
tact and diplomacy, which made him one of the highly 
regarded railroad executives in the country and gained 
for him a host of real friends among subordinates as 
well as executives. .Mr. Gorman was noted for his fair 
dealing and employees, shippers and other business asso- 
ciates all knew that his word was as good as his bond. 
He also engaged extensively but quietly and unostenta- 
tiously in a great amount of charitable work and his con- 
tributions in this field were so outstanding that he was 
decorated some years ago by the Pope with the Order 
of the Knights of Malta. 

During his career as chief executive of the Rock 
Island, Mr. Gorman has seen the net income of that 
road rise from a deficit of $386,389 in 1915 to a net 
income of $8,078,189 in 1916; decline again to a deficit 
of $10,793,964 in 1920; rise again to a net income of 
$14,007,321 in 1929, and decline to a deficit of $11,- 
055,216 in 1933. 

During this period, the Rock Island although having 
its ups and downs, continued a policy of judicious ex- 


James E. Gorman 





penditures to effect operating economies and progressed 
steadily in the modernization of its equipment and fixed 
properties, particularly in the years from 1926 to 1931. 
During these years, 54 modern 4-8-4 steam locomotives 
were purchased for heavy freight service, a large amount 
of new and heavier rail was laid, and ties and ballast 
were applied liberally, bringing the road up to a high 
standard of maintenance. At the same time a number 
of large construction projects were completed, including 
a line 152 miles long, between Liberal, Kan., and Amar- 
illo, Tex., which gave the road access to new oil fields 
north of Amarillo; a line 62 miles long between Morse, 
Tex., and Dalhart, which gave the road access to a rich 
wheat growing area; the double tracking of the main 
line between Topeka, Kan., and Herington; and the 
double tracking for some distance in the vicinity of the 
Trenton, Mo., and Allerton, Iowa, terminals. A new 
line, approximately 6 miles in length, through Oklahoma 
City, Okla., was constructed in 1930 which cost about 
$2,500,000 and a new depot, joint with the St. Louis- 
San Francisco, was also constructed at that point. This 
change avoided heavy track elevation expenditures and 
provided improved operating conditions through the city. 

Probably the most outstanding construction completed 
during the period in which Mr. Gorman was responsible 
for the policies of the company was the Coburn, Mo., to 
Birmingham line, 82.4 miles long, which provided the 
Rock Island with a 0.5 grade line with few and easy 
curves through one of the roughest regions of North- 
west Missouri. This line, which was completed in July, 
1931, and which not only reduced the grade as compared 
to the former route, also substantially reduced the dis- 
tance and curvature between the Trenton, Mo., and 
Kansas City, terminals, and permitted the road to termin- 
ate its use of the Chicago, Burlington & Quincy line 
between Cameron Junction, Mo., and Birmingham. 

The foresight which was exercised in the boom years 
to build up the road helped it in a considerable measure 
in the succeeding depression years and in a large sense 
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is a tribute to the wisdom and foresight of James E. 
Gorman who was responsible for the guidance and the 
planning for the railroad during that period. 


Mr. Gorman’s Career 


Mr. Gorman was born at Chicago, on December 3, 
1863, and entered railway service with the Chicago, Bur- 
lington & Quincy at Chicago in August, 1877, taking car 
numbers. He was later assistant yard clerk, clerk in the 
claim department, voucher clerk and tariff clerk on that 
road. From March, 1885, to April, 1887, he was a clerk 
in the general freight office of the Chicago & North 
Western and in the latter month he went with the Chi- 
cago, Santa Fe & California (now the Atchison, Topeka 
& Santa Fe) as chief clerk in the general freight depart- 
ment. Two years later he became tariff clerk in the 
general freight office of the Illinois Central, returning 
to the Santa Fe in March, 1890, where he served as 
clerk and later as chief clerk. 

In December, 1893, he left railroad service to become 
traffic manager for Joy Morton & Co., but returned again 
to the Santa Fe in March, 1895, as chief clerk to the 
traffic manager. Six months later, he was promoted to 
assistant general freight agent, with headquarters at 
Chicago, and in September, 1899, he was advanced to 
general freight agent, following which he was consecu- 
tively assistant freight traffic manager and freight traffic 
manager. On December 15, 1909, he left the Santa Fe 
to become first vice-president in charge of traffic of the 
Rock Island. In April, 1915, when the road went into 
the hands of the receivers, Mr. Gorman was appointed 
chief traffic officer and on November 1, 1915, he was ap- 
pointed chief executive officer. 

On June 22, 1917, Mr. Gorman was elected president 
of the Rock Island and the receivership of the road was 
terminated two days later. A year later, under the U. S. 
Railroad Administration, he was appointed federal mana- 
ger and with the return of the railroads to private owner- 
ship in March, 1920, he again assumed the duties of 
president. In 1933, when the Rock Island went into 
trusteeship under the Federal court, Mr. Gorman was 
chosen as one of the three trustees, retaining his position 
as corporate president. He has been chairman: of the 
Western Railways’ Committee on Public Relations since 
1930 and always retained an active and broad interest 
in traffic matters. 


Willey House Station, N. H., on the Maine Central’s Line Between 

Portland, Me., and St. Johnsbury, Vt., Recalls Hawthorne’s Short 

Story “The Strange Guest.” Describing a Fatal Avalanche at 
This Point 


‘tions of the triangular portions. 
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C. N. R. Bridge Designed 


to Economize in Steel 
(Continued from page 692) 


bolts are cast into the slab, which are fitted with nuts, 
clips and spring washers for holding the rail. 

The new bridge is designed for Cooper’s E 60 load- 
ing. Medium carbon steel was used for the structural 
members, which were proportioned on the basis of a 
design stress of 20,000 Ib. per sq. in. in tension and 
12,500 Ib. in shear. The concrete in the deck, which 
was consolidated with mechanical vibrators, was 
designed to give a compressive strength of 3,000 lb. per 
sq. in. If conventional construction had been employed 
for this bridge, the railroad estimates that it would have 
required approximately 660,000 Ib. of structural steel. 
As built, it contains only 421,000 Ib. of such steel, a 
reduction of 239,000 Ib., or 36 per cent. As noted at 
the outset, the substantial economy represented by this 
saving is of particular significance in view of the present 
emergency. 

The procedure that was employed in constructing the 
bridge involved the erection of the superstructure as a 
complete unit on falsework to one side of the tracks, 
and the construction of the abutments under traffic while 
the tracks were carried on a temporary bridge. The 
abutments are largely of conventional construction ex- 
cept that, because of the skew layout, they are built with 
triangular projections on their back sides at the loca- 
tions where the tracks pass over them so that the rear 
edge of the concrete will be square with the rails. The 
rails are supported on, and fastened to, the tops of these 
projections by the same means that is employed on the 
deck of the structure. 

The temporary bridge on which the tracks were car- 
ried during the construction of the abutments was of 
trestle construction, except that steel-beam spans were 
employed for carrying the tracks across the locations of 
the abutments. Hence, because of the presence of these 
spans, it was necessary during the construction of the 
abutments to leave gaps in the backwalls at the loca- 
For this reason the 
upper part of each triangular portion was constructed 
separately as a precast unit, being inserted in its proper 
position a short time before the bridge span was rolled 
into position. 


Method of Installation 


The procedure that was followed in-rolling the new 
span into position generally followed usual practice. In 
preparation for this work, nests of steel rollers, operat- 
ing on beds of old rails, were installed under the ends 
of the span. Two donkey engines were used to draw 
the bridge into position, one for each end, which pulled 
on steel cables attached to the bottom flange angles of 
the girders and anchored to the abutments, The work 
of installing the new bridge was carried out between 
trains, and the entire operation, from the time the rails 
were cut until the bridge was in its final position ready 
to receive traffic, was performed in six hours. 

All work involved in the construction of the bridge, 
including the furnishing and erecting of the steel, was 
carried out under contract by the Dominion Bridge 
Company, Lachine, Que., except that the precast tri- 
angular blocks for the abutments were constructed by 
railroad forces. We are indebted to C. P. Disney, bridge 
engineer of the Canadian National, Central region, for 
the information contained in this article. F. L. C. Bond 
is vice-president and general manager, and B. Wheel- 
wright is chief engineer of the Central region. 








Storekeepers Build Up Inventories 
To War Strength 


Working stocks restored to pre-depression levels to protect 
increased operations—Release $58,000,000 of scrap 


200-million dollars more materials in 1941 than 
in the previous year, railway working stocks 
have been put on a war basis again by increases in the 
supply of ready-to-use materials and supplies which 
gave the railroads of the United States $127,000,000 
more unapplied materials and fuel on January 1 of this 
year than on January 1, 1941, and about $135,000,000 
more than on January 1, 1940. This increase of 37 
per cent over the total inventory on January 1, 1941, 
brought working stocks to higher levels than in any 
of the last ten years when stocks were cut to the bone. 
It was, however, approximately $11,000,000 less than 
the year-end total in 1929 and impressively less than in 
either the last war years or the post-war years and rep- 
resented a smaller aggregate inventory in relation to 
operating revenues than in any year since 1915, with 
the exceptions of 1928, 1929, 1930, 1936, 1939 and 
1940. The total inventory on January 1, moreover, did 
not reflect uniformly large increases on all roads and 
left almost all of the railroads with substantially less 
new and relay rail tonnages available than in many pre- 
vious years. 


H D in hand with railway operations that took 


$466,000,000 in Stock 


The money tied up in unapplied materials and sup- 
plies on the Class I railroads, switching and terminal 
companies and other roads in the United States amount- 
ed to approximately $466,170,000 on January 1, as 
compared with $339,156,000 on January 1, 1941 and 
$331,716,000 on January 1, 1940. It was larger by 
$75,799,000, or 19 per cent, than on January 1, 1938, 
following: the pile up of material in the “little boom” 
year of 1937; less by $50,871,000, or 10 per cent, than 
on January 1, 1918, following the entrance of the United 


States in the first world war; and, dollar for dollar, the 
total was less by $301,097,000, or 39 per cent, than on 
January 1, 1922, following the return of the railroads 
to private operation after the period of Federal control 





Materials and Supplies on Hand, United States Railroads“ 


Per cent Per r a 


o 0 
Op. Rev. Op. Exp. 


Amount Reduction 

June 30, 1911... 6.6.6. LS ee Pree ere 8.6 12.4 
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June 30; 1914.0. 6 666 278,940,000 21,661,000 8.9 12.2 
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2 ee A. 569,690,000 123,388,000 9.4 12.3 
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Dee. 31, 3926. 6c cei 561,007,000 +25,881,000 8.6 11.8 
Dee. 31, 1947...:..<; 532,063,000 28,944,000 8.5 11.4 
Eee. St Gees 6 cceca 478,625,000 53,438,000 7.7 10.6 
BG, Sh, 19M os cciwe 477,051,000 1,574,000 y 2 10.4 
Dec. 32, 3940: ..0085: 437,375,000 39,676,000 8.2 11.0 
pa) 379,992,000 57,383,000 8.9 11.5 
Ue 3 Oe See 321,595,000 58,397,000 10.8 13.1 
Bee; 38, 19398: . 6.53. 296,069,000 25,526,000 9.3 12.9 
Bee. Sh. 1986s. 55508 302,346,000 +6,277,000 9.1 12.2 
Dee; 2h 3949... 5305 284,560,000 17,786,000 8.2 10.8: 
Dec: ‘31; 3936... 038 311,738,000 +27,178,000 7.6 10.5 
jae) | < > Se 390,371,000 +79,303,000 &3 12.3 
BOG SE, Boeiies « e's noe 322,161,000 68,210,000 8.9 11.6. 
Dec. 31, 1939. «3.2 «a's 331,716,000 +9,555,000 8.2 10.9 
Shee SE, SOA e. osc. 339,156,000 +7,440,000 7.8 10.8 
PG. SE, S94R eo ccecees 466,170,000 +127,014,000 8.5 12.6 





* Includes Class I, II, III and switching and terminal railroads. 





at the end of March, 1920. While railway inventories 
include much stand-by material to protect the service 
from failures of material in use and the relative changes 
in the inventory values would, therefore, be greater if 
only active stocks were considered, almost all the rail- 
roads carry materials in their inventories at cost until 
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and Operating Expenses, 1910-1941 


they are used, so that changes in values from month to 
month or from year to year reflect, for all practical 
purposes, corresponding changes in volume, except dur- 
ing the post-war period and in 1932 and 1933 when 
material prices were unusually depressed. 

The total inventory on January 1 of this year was 
equivalent to $1,950 of unapplied materials and fuel 
per mile of road and was equivalent to 8.5 per cent 
of the annual operating revenues for 1941 and to 12.6 
per cent of the corresponding annual operating expenses. 
This compares with $1,450 of materials per mile of 
road on January 1, 1941 and $1,400 per mile of road 
on January 1, 1940; 7.8 per cent of operating revenues 
and 10.8 per cent of operating expenses for the year 
1940, and 8.2 per cent of operating revenues and 10.9 
of operating expenses in 1939. The ratio of the dollar 
‘value of unapplied materials to annual operating reve- 
nues was 7.6 per cent on January 1, 1937 and 7.5 per cent 
on January 1, 1930, but the corresponding ratios were as 
high as 12.9 per cent on January 1, 1919, in the case 





Materials on Hand, December 31, 1940, Class I Railroads 


Rail, New 
Days’ ties Months’ &S.H. Months’ 
Stock* (000) Stock* (000) Stock* 
$95,000 8.1 3.9 
101,200 10.9 
86,150 
67,200 
50,950 
47,297 
42,020 
40,542 
54,622 
54,716 
47,795 
50,967 
48,426 


Cross- 
Fuel 
(000) 
$40,000 


or) 

N 
- 
‘o 


te 
PRON HRD OM wp? 
POW OMNOOSOCO 


S enlieeeatieti aan” 
Nats alta ah cad i eden ed ys 
NVAUADANSOON 


Total 
(000) 


laneous 
(000) 


$292,000 


Scrap 


a 
ro) 


9,818 
8,808 


1940 
1941 


NAP PARSHANAD WS 
MBO DORNIO\WUN BOO 
PAP PRHBAAAR WS 
WO NO WH 0010 N00 


223.673 
338,839 


* Days’ or months’ stock based on average consumption. per day or 
month during previous year. 





of operating revenues and 15.8 per cent in the case 
of operating expenses. Aggregate inventories were 8.5 
per cent of operating revenues and 12.1 per cent of 
operating expenses on June 30, 1912. In only 9 of the 
last 30 years was the ratio of year-end inventories less 
than 12.6 per cent of operating expenses and in only 


April 4, 1942 


12 of the last 30 years was the ratio less than 8.6 per 
cent of operating revenues. 


Material Consumption Soars 


Class I railroads, according to the thirteenth annual 
analysis of year-end inventories and railway material 
consumption which has been made by Railway Age from 
special reports received from practically every Class I 
railroad, applied or consumed (not purchased) approxi- 
mately $1,196,000,000 of materials, supplies and: fuel 
in 1941, as compared with $990,457,000 in 1940, $902,- 
480,000 in 1939, $760,875,000 in 1938 and $1,051,017,- 
000 in 1937 and they obtained at least $58,010,000 from 





Materials in Stock—Class I Railroads 


Rail—New Cross 
Fuel and S. H. ties 
(000) (000) (000) 


Year 1939 
$24,733 $59,491 


J 61,796 
26,229 
27,695 
28,459 
29,345 
30,520 
30,026 


Stores 
Stock 
(000) 


Total 
(000) 


Scra 
(000 


$11,200 $317,561 
10,393 318,840 
10,239 323,583 
10,686 330,455 
11,217 328,332 
113548 324,177 
11,761 318,849 
12,023 312,342 
12,384 308,863 
12,235 304,638 
303,872 

310,732 


$22,660 
25,594 


$199,477 
196,330 
196,669 
197,383 
203,806 
205,169 
205,027 
197,960 
194,802 
193,025 
197,378 
198,564 


47,330 
51,309 


Year 1940 
25,552 51,359 
28,213 58,187 
31,546 60,615 
34,388 64,466 
35,826 63,945 
34,818 60,070 
35,138 57,452 
34,134 55,988 

54,531 
53,517 
50,374 
54,464 


Year 1941 


216,996 327,236 
222,127 


230,045 


221,444 
213,555 


334,445 


223,673 
343,117 


220,887 
228,012 
235,404 
251,691 
252,972 
266,019 


24, 
23,979 

Year 1942 
23,986 48,426 


338,839 460,099 





the sale of railroad scrap last year, as compared with 
$62,389,000 in 1940, $53,337,000 in 1939, $36,929,000 
in 1938 and $68,552,000 in 1937. Total disbursements 
in 1941 included approximately $325,368,000 for coal 
and fuel oil, as compared with approximately $269,556.- 
000 in 1940, $250,725,000 in 1939 and $246,563,000 in 
1938. They also included approximately $78,168,000 
for new and relay rail, as compared with $67,103,000 in 
1940, $57,903,000 in 1939 and $42,420,000 in 1938. Of 
the rail laid in 1941, $33,313,000 was reported as new 
rail, $19,405,000 was reported as relayer rail, while $25,- 
449,000 was unclassified. In addition, aggregate dis- 
bursements in 1941 included $61,518,000 of crossties, 
as compared with $55,864,000 in 1940, $56,142,000 in 
1939 and $50,889,000 in 1938, while storehouse and mis- 
cellaneous materials, chiefly for maintenance and repairs, 
used in 1941 totalled $730,859,000, as compared with 
$597,913,000 in 1940, $537,711,000 in 1939 and $421,- 
002,000 in 1938. Materials consumed include second 
hand and shop-manufactured materials, as well as newly 
purchased supplies. 

Based on a dollar value of crosstie disbursements re- 
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ported by 120 railroads and quantities reported by 93 
of these railroads, the Class I line-haul railroads in the 
aggregate are estimated to have laid approximately 
48,750,000 crossties in 1941, as compared with 46,000,- 
000 in 1940, 44,200,000 in 1939 and 42,000,000 in 1938, 
and they sold approximately 3,385,000 tons of scrap, as 
compared with 2,900,000 tons in 1940, 3,700,000 in 1939 
and 255,000 tons in 1938. 


Rail Stocks Low 


Stock balances of the Class I line-haul railroads at the 
close of 1941 totaled $460,099,000, as compared with 
$334,445,000 at the close of 1940, $327,190,000 at the 
close of 1939 and $317,562,000 at the close of 1938. The 
total included $40,040,000 of coal and fuel oil, as com- 
pared with $24,002,000 on January 1, 1941, and $23,- 
732,000 on January 1, 1940, but they included only 
$23,986,000 of new and relay rail, as compared with 
$25,985,000 of new and relay rail on January 1, 1941, 
$26,491,000 on January 1, 1940, $33,600,000 on January 
1, 1934, and $45,000,000 on January 1, 1930. Dollar 
for dollar, rail stocks on January 1 this year were lower 
than in any month since January 1, 1936 and represent 
an aggregate decline of 2.5 per cent since January 1, 
1939, the first year of war preparations, and a decline 
of approximately 27 per cent since January, 1936, before 
_ the first war boom. 

The crosstie inventory on January 1 of this year totaled 
$48,426,000, which is the lowest for 60 months, with 
the exception of the last three months of 1940 and repre- 
sents an aggregate decline of 18 per cent since January 
1, 1939. Stocks of storehouse materials, including main- 
tenance and repair supplies other than rail and crossties, 
totaled approximately $338,839,000 on January 1, which 
was an increase of $115,166,000, or 48 per cent, over 
the corresponding inventory on January 1, 1941, while 
the fuel inventory on January 1 was an increase of ap- 
proximately $16,000,000, or 67 per cent, over the cor- 
responding aggregate one year previous. Line-haul rail- 
roads purchased materials in 1941 for other railroads and 
several railroads sold materials last year as in 1940 to 
contractors of trackage for military projects. Some rail- 
roads did not report these sales and other railroads did 
not segregate materials sold from materials used. How- 
ever, 80 railroads reported the sale of $13,189,000 of 
materials of this character, other than iron and steel 
scrap during 1941. 


4.5 Months’ Supply 


Based on the average month’s consumption of ma- 
terials in 1941, fuel stocks on January 1 represented 45 
days’ requirements, as compared with 32 days’ use on 
January 1, 1941, and a 34 days’ consumption on Janu- 
ary 1, 1939. Crossties on hand January 1 represented 
only 9.4 months’ supply, as compared with 11.0 months’ 
on January 1, 1941, and 12.9 months on January 1, 
1938. Stores stocks on January 1 in the aggregate repre- 
sented 5.5 months usage, as compared with 4.4 months 
on January 1, 1941, 5.8 months on January 1, 1938, 5.7 
months on January 1, .1934, and 3.5 months require- 
ments on January 1, 1930. Total materials and supplies 
in the hands of the Class I railroads at the beginning of 
this year indicated a 4.5 months supply, which compares 
with a 3.9 months supply on January 1, 1941, a 4.8 
months supply on January 1, 1939, a 5.9 months supply 
on January 1, 1933, and 3.8 months supply at the be- 
ginning of January, 1930 and 1931. 

The annual inventories and annual consumption of 
materials on different railroads are given in detail in 
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Road 


NEW ENGLAND REGION{ 


Ann Arbor 

Cambria & Indiana. 
Delaware & Hudson. . 
Delaware, Lack. & Wes 
Detroit & Mackinac 


Gran 
eh 
zh 
eh 

















Pere Marquette. . 
Pitt. & Shawmut. . 
— & West. Va 





Maryland. 
& Lake Erie 


CENTRAL EASTERN REGION? 6,258,410 


Chesapeake & Ohio 
Norfolk & Western 
Richmond, Fred. & Pot 
Virginian 





R. G. W 
Ft. W. & D. City 
Nevada Northern 
Northwestern Pacific 
3an Diego & Ariz. E. 
Southern Pacific 
en Pacific 

















issouri Pacific. . 

Gulf Coast Lines¢. 
Intern’! Gt. N 

St. I | 


SOUTHWESTERN REGION}... 
Grand Totalt.............- $40,040,027 .. 
? Totals of Line Haul Roads as Reported 
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36,370,616 
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1,019,079 
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1,868 — 1924 
1,659,302 24 21,741,924 
1,596,620 30 17,546,351* 


68 : 
156,300* 10 2,333,936* 


1,321,862 


56,333. 17T 
1,078,966+ —50 
'857,750t 16 
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| 
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2 12 
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147,297 
3,064 
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165,618 





9,666,065 


248,275 


7,379,792 


1,518,088 
1,7 700.8 826* 
934 
541010 


3,834,858 


102,277* 
42,102 
401,321 
a ere 
83,336 
251,127 
2,389,561 
None 
1,344,659 
None 
96,304 


7,076,548 


748,288 
161,148 
2,334,892t 
86,544 
261,944 
98,246 


2,156 
992,000 
21,837 
562 
182,124 
417,096 
1,614,327 
527,044 


7,514,332 


4;795,031* 
117,396* 
16,820,923 
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349,745 
38,733 
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$58,763,143* 
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les— —~ —————— Stores Stock Total—Less Scrap 
Used — On Hand ——~ ——Used —— On Hand —— Used 
Ine Ine. Mo.’s Inc. Inc. Mo.’s Inc 
Stosk 1941 % Dec. % Stock 1941 % ec. % Stock 1941 % 
3-4 $76,375 —19  $652,2 —3 10.0 $780,510 22 $940,276 —5 8.0 $1,404,659 6 
o'r 12702 50 1,288,409 14 7.4 2,099,162 6 1,915,267 24 4.5 5,073,488 14 
0-8 675,037. 40 2,740,799 32 4:8 6,796,469 24 4,277,549 36 3.8 13,246,384 24 
ee 65,596f 10 412,212 26 5.4 911,908 6 ‘873.270 44 5.3 1,968,179 12 
at 328.692 26 861,536 33 4.4 2,333,714 18 1,188,478 7 3.2 4,416,804 21 
fe 326.092 —10 5,034,874 42 4.7 13,533,610 20 7,081,737 22 4.0 21,160,156 21 
“4 31,580 8 ‘293.020 68 10.3 °334,621 16 13.338 90 6.1 1,015,554 28 
— Stee ee ete ee se EDs IER ERT YIM pe EET TY 19 Re eee Ee PE EET Gr REG = 
12.0 1,630,974 11,283,059 5.5 26,789,994  .. 16,789,915 4.1 48,285,224 
:4 57,086 28 4.5 533,294 2 286,896 32 2.9 1,157,684 4 
be 34.70 49 7.0 87,931 34 56,347 34 3.5 188,855 16 
os 468,936 58 6.5 3,982,284 35 3,110,157 30 4.6 8,002 28 
tt 316.933 100 3.5 5,391,682 28 3,409,292 120 3.6 11,223,648 20 
he 20,358 2 23.0 64,034 —33 181,193 2 12:1 177,260 —5 
as 29,968 53 10.0 145,333 30 169,409 60 5.6 _ 360,587 15 
at 630,968 85 4.6 12,302,331 21 5,811,354 65 3.2 20,926.50 20 
36 549,441 33 5.3 3,775,654 14 2,577,710 39 4.5 6,888,229 12 
36 25,987 84 6.7 179,13 22 °'123/382 «869620 3.9 ~—-- 380,34 13 
Os 30,140 73 11.9 81,09 25 582.355 50 8.4 _ 830,30 27 
7 "942 30 4.3 5,7€8,554 —25 2,805,756 30 3.1 10,878,376 —10 
3 65,428 30 8.3 329,912 2 °'242613 20 4.8 ‘598,076 92 
2'5 15,624* 13 9.5 203,344" 8 181,597 20 6.1 350,738 8 
86 4,578,672 38 5.5 53,388,396 30 33,532,627 34 4.6 87,457,152 27 
a6 562,109 28 4.6 4,961,318 10 2.624987 17 3.0 10,463,867 9 
a 18, 8 7.5 (583,562 30 ‘466,104 12 3.8 1,461,633 20 
ri 7.61 ar Mae. RMR 230, SAT i, RMR, 
ri 763,134 40 6:3 4,240,425 14 3,389,25 20 4.5 9,012,867 16 
50 42,77. 1 8.9 92,150 —30 89,14 —4 4:8 ‘218,469 —12 
eB 39,583* 8T 9.1 314,625* 92 3581299 220 6.4 68,007 20 
7" 39.710 64 11.2 6,1 67 118,908 42 5.6 49,801 50 
: 779,383 29 3.9 7,203,801 —5 3,400,986 34 3.3 12,295,999 —1l 
10.4 9,382,214 47,051,815 .. 5.3 104,146,667 . 63,748,741 .. 4.1 184,284,056 .. 
et 78,454. 16. 135,597 70 5.2 09,58 90 172,420 40 3.4 607,617 68 
1 9,555,219 22 9,322,707 42 3.1 36,515.38 34 11,297,693 50 2.5 54,315,510 28 
90 5, —9 ‘271,447 7 17:8 1/870,566 10 ‘°372,514 18 1.7 2,638,470 16 
7 104,198 —10  243:454 22 7:5 36,016 20 95480 10 4.0 1,181,340 10 
16 147093  .. 1,071,695 .. 7.2 1,792,217 .. 1,275,762 .. 5.3 2,800,167. .. 
89 296,940 —2 2° 7 54 4.8 5,275,165 40 23699901 64 3.4 9,445,301 26 
00 193,806 None 904,715 74 3.8 2792242 16 1;285,723 68 3.5 4,386,458 13 
73 35,973 50 478,515 60 6.7 858,027 —10 8506 44 5.5 1,222,722 —5 
ie "355 1 263,2 20 5.3 _ 592,7 8 351,602 10 4.7 ‘884,352 8 
a4 78,467* —11 487549 50 5.1 1,142,328" 24 700'873 30 4.5 1,845,370* 18 
ae 4 —14 494/25 35 9.6 32,058 —12 692.5570 31 7.6 1,093,282 —Il 
00 301,781 10 1,157,040 50 10:0 1,374,697 —20 1,472'313 28 5.8 2,970,264 4 
46 79,052 4 —'319'740 6 4.3 ‘884565 —3 ‘432,143 2 4.6 1,136,149 1 
tes 144,521 —24 2,554,821 100 8.7 3,529,366 —10 3,054,721 105 7.7 4,795,174 —11 
33 4,498,969 32 50,220, 67 5.0 119.152,359 48 60,513,545 57 4.5 158,467,669 42 
85 111,696 —14  232/0. 65 9.4 295,467 —15 °310,469 32 3.9 ‘955,858 2 
3° 422'298 28° 4,677,634 33 5.5 10,094.01 69 5,850,68 32 4.3 16,176,715 44 
65 262,924 —13 1,207'861 30 3.8 3,733,896 2 1,756,452 21 3.8 5,492,465 4 
Ue 315,088 36 1,173,128 35 4.5 3,063,138 21 415641,626 36 4.3 4,694,814 20 
8.3 9,586,809 76,522,878 4.8 191,444,484 93,715,397 : .1 270,405,535 
3 915,685 50 5,102,656 26 3.7 16,216,562 6 6,615,131 30 3.1 25,592,099 10 
30 351,449* 33 9,228,108 58 7.2 15,425,192* —6 10,895,775 45 5.8 22,223,.757* 1 
6.5 260,273 10 ‘875.011 14 8.1 1,370,097 27 1,247,825 18 5.3 2,859,583 26 
ees 149,992 —16 2,226,748 None 7.2 3,656,846 —37 2,953,700 —2 6.3 5,599,022 .. 
16.0 1,677,399 17,432,523 5.7 36,668,697 .. 21,712,431 . 4.6 56,274,461 .. 
3. 5 196716* 36 755,875" 20 7.1 1,277,570 19 1,062,183* 20 4.9 2,625,410* 24 
4 130,401 8 — 239,24 5 2.5 1:173,128* 185 °375,332 8 2.7 1.786,692* 100 
08 7,608 13 3,924810 69 5.1 9,071;5 19 5,945,712 68 4.5 15,947,526 14 
: 418572 12 1,062,780 5.2 °2/431,64 16 1,626,752 26 4.1 4,741,018 18 
yt | 62,797 —5 ‘287.420 170 7.6  440,0 6 ‘318,989 90 4.6 ‘809,611 10 
ra 111,127 10 473,444 6.5 869,43 20 592469 20 4.4 1,628,729 25 
76 33,63 16 129,842 10 10.2 144615 28 36,191 8 6.1 270,700 18 
3 246,918 —11 1,362;304 11 10.3 1,509, 10 1,948,916 10 8.2 2,767,355 4 
‘3 68,333 18 ‘113,629 46 7.3 6.257 13 ‘163,774 42 4.4 443,376 34 
3 705,642 13 1,062,270 16 6.7 2,086,732 —39 1,405,432 —1 4.1 4,187,798 —20 
: 2,198,324 4 9(458:985 100 5.4 20,669,876 26 11,216,763 90 3.9 34,819,736 24 
“* 75,507 11,1 SF a5 ao... La “sabe 
3:4 1,425,831 12 8,233,523 28 6.5 15,255,424 —8 11,3823375 18 5.4 25,171,851 —1l 
} 59,073* .. 72; 46 8.8 99,060* —22 92039 34 5.3 209,398* —30 
4 227/234 i 1,952/815 2 10.9 2,147,594* 6 2,703.98 26 8.2 3,935,082* 10 
3 181/147 1 83,874 22 13.4 — '432'596 AT '625,275 25 7.9 _ ‘949,54 80 
y 7;6 10 4,986,972 54 5.4 10,927,695 34 6,323,604 45 4.1 18,434,755 34 
, 2/829,751 1 7.588:729 50 5.2 17,490,790 20 10,518,880 38 3.8 33,106,727 21 
kins 106,970 46 250,104 18 7.8 $1,564 1 273,052 16 4.5 717,679 
4 — —- oe —_— — — — «_ —_—_—- —_—_— —— 
5.3 11,203,275 . 42,450,313 5.9 86,547,354 56,741,934 4.4 152,824,260 
? 
0 1,651,599 5 6,482,335 65 4.7 16,661,166 21 9,138,459 28 4.3 25,789,445 16 
371,331 2  '689:215 58 4.3 1.901936 4 ‘838,296 36 2.4 4,123,243 6 
: 2,814,936 4 11,409; 88 7.6 17,751,470 10 15,251,827 50 5.9 30,658,146 10 
y 039 16 1,040,171 82 5.0 °2:477,127 20 1,640,333 30 3.7 5,261,348 6 
F 312,694 68 1,029,736 64 5.5 2,282'319 10 1,821,102 42 4.9 4,434,148 19 
80,328 18 ‘208,84! 58 8.1 5.344 44 89,563 90 6.0 761,899 28 
y 62,235 28 71,344 6.2 38,600 20 98,947 —4 6.2 381,135 18 
: 2,117,814 13 8,860.02 42 6.8 15,757,608* 22 11,986,750 38 5.3 27,455,.886* 24 
"3 130,068 —12- ‘201,082 24 9.5 (251,688 44 ‘239,581 5 4.6 °616,983 13 
3 29/840 1 199,218 —10 16.0 46,775 50 304,205 12 14.6 323,364 16 
0 304,436 —7 699,745 36 7.4 1,125,669 —5 89,711 —5 4.5 2,566, 20 
6 633,230 1 1,924,841 44 6.2 3707602 13 2,664:720 27 4.2 7,614,383 11 
2.0 1,487,648 —3 6,398,505 40 5.4 14,047,829 26 8680:333 33 4.6 2;964,157 13 
3.6 i 16 46,6 24 «4:9 15,861 24 96,587 55 5.8 99:740 16 
BL 395,734 18 847, 46 6.8 1,133,322 26 1,278,854 40 4.5 2,930,654 20 
0 —— —_—_—- SS —C — —- le | oe 
9 p 10,922,507 . 40,172,841 6.5 77,729,754  .. 55,623,668 . 5.2 135,949,210 ‘ 
tt 483,31 —5 672,224 23 1.7 4,571,895 —10 953,266 18 1.7 6,446,607 
0.4 809, 11 7 18,873,770 6.5 34/125, 16 27,626,782 26 5.7 57,967,401 16 
4.6 2,813,434 21 7,267, 3.9 22'392'755 20 11;680,885 40 4.1 33,304,848 19 
8.6 1,074.97 4 5,353,028 14 4.8 13,185,7: 4 7:477,948 7 3.9 22°861,464 4 
9:7 117/699 3 ‘282804 87 4:0 354,477 8S 523674 78 3.8 — 1,634, 14 
86 173,543 —20 2,990,431 38 2.7 12,984,683 150 3,443,197 28 2.5 16,398,843 100 
011 (937. —18 "927 5.2 8,6 6 586,237 6 5.1 1,365,135 4 
2.4 35,519* 14 1135529 45 9.0 1844 —76 179,204 50 6.1 49,621* 52 
3.3 74,136f 10 707 —26 1.6 395,124 2 112,097 20 1:7 770,712 —7 
3'6 18,864¢ —26 26.243 18 4.3 71,460 —15 36,803 —3 2.4 182,220 —7 
9.0 1,924'06 10 10,156,501 41 4.1 29,516,640 24 13,053,633 30 2.7 57,474, 21 
2'5 2,312,217" 56 26,822,232 68 11.0 29,203,914* 20 33,343,221 40 7.3 53,857,513* 26 
5:8 19,812 66 795 4.1 5,824 —3 - 268,756 .1 25.5 125,105 5 
a 459,511 —23 1,449,000* 14 7.9 2,219,818* 140 2,058'900* i0 4.8 5,130,661* 57 
02 Bios mer Oe = ————_  - 
pe 2,397,129  .. 74,657,097 5.9 150,657,912  .. 101,344,601 4.7 257,868,139 
0 13,625 —30 34,007 —1 5.6 73,305 110 47,587 —10 4.0 — 140,775 4 
$4 370,365 82 1,022,100 80 7.2. 1,724,921* 17 1,693,035 60 5.5 3,703,274* 26 
6.7 52,405 32 (205,570 41 4.0 (617,265 12 2791065 40 3.5 954,470 7 
54 235,162 32 675,831 25 8.0 999,280 8 1,091,127 22 1.0 2,197,756 6 
9.6 642 22 43,190 23 3.8 7,655 36 53,218 ae 5,806 17 
= 28 20 2,206,080 47 5.6 4,682:132 30 2,991,242 55 4.7 7, 21 32 
2:6 358,619* —86 9.705.343 44 4.9 23:256,668* 54 14:100373 54 5.1 3 754* 24 
9.0 1,65 1 1,165,977 55 7.9 1,784,854 6 1,547:319 35 5.7 3,251,764 8 
9.5 185,953 1 332 60 7.9 1,921,187 4 1/877:332 85 7.0 26,569 12 
8.5 927,817 —5 3,205,898 16 3.8 10,143,351 35 4,754'344 20 3.5 16,166,873 29 
4.0 427/156 6 1,807,129 33 7.2  2'900,963 2 3,070;826 30 6.8 5,470,470 20 
6.0 1102155 —2 433.601 32 4.0 1,280,873 20 650,891 78 2.5 2101121 10 
5.9 179,612 64 3,123,988 55 4.3 8,609,526 16 4,696,892 42 4.0 13,942,021 290 
9.5 556,014* 4T 3,118,169 28 8.8 4,299,911* 21 4,771,774 12 7.8 7,401,850* 30 
a 20.277 56 17:179 —10 4.4 47,249 » 35,010 30 4.2 98'884 .. 
= _4718,573 24,958,914 5.3 56,874,961 .. 37,305,428 4.9 90,024,284 .. 
$61,518,880 . .$324,529,440° 5.5$730,859,823°  ..$446,982,115° 4.4$1,195,915,169° .. 






«£188,204 New and $10,988,687 Unclassified 
Not Adjusted to Include Scrap Not Reported Separately 





* $33,313,999 New and $25,449,144 Unclassified 


* Including Scrap not Reported Separately 































































































































































































_- Serap————— 
Sales 
On Hand Sold Exc. Total 
Dec. 31 1941 Scrap On Han 
$14,606 CO ee $954,882 
14,597 8? aca ca 1,929,864 
22,226 395, $291,448 4,299,775 
10,406 54,63 388 883,676 
22,566 94,968 32,333 1,211,04 
124,242 1,328,139 373,055 7,205,979 
Rete = leaceeu > => eeeees 19,114 
214,419 2,318,464 749,224 17,004,334 
1,746 11,198 14,325 288,642 
64 a > agile wad 58,9 
106,530 ro See 3,216,687 
50,943 669,783 344,355 3,460,235 
570 MET ol eaceas 81,763 
3,811 5,561 6,988 173,220 
234,555 ,820,715 66,970 6,045,909 
43,749 GG SS eee 2,621,459 
2,519 1,040 22,473 125,901 
13.084 106,09 54,307 595,439 
46,872 730,754 38,654 2,852,628 
3,43 Bee aware 246,049 
1,43 Mme.” Seiwagiae 3,034 
465,967 SR. xeinace 33,998,594 
75,741 593,99: 14,786 ,700,728 
9,178 113,872 19,787 475,282 
6.764 14,317 2, 237,106 
es 450,585 165,305 aa og 
Not sep. 52,216 eeukes 358,299 
2,875 6,01 aah art 121,783 
14,963 158,469 929,440 3,415,949 
1,227,859 14,211,301 1,679,990 64,976,600 
42 Ce! See 173,847 
167,210 1273,200 2,706,226 11,464,903 
6,562 8,582 389,076 
0,120 97,087 405,60 
12,326 200,300 1,288,08 
4,490 536,362 2,774,39 
50,863 209,409 1,336,586 
15,032 26,634 3 573,53: 
16,267 86,839 : 367,865 
46,539 27,073 747,412 
65 55,404 Bea Pe 694,22 
47,757 397,498 2,155 1,520,070 
66 59, 20,736 437,804 
18,877 Geaee © ~secece 3,073,598 
969,091 TAGS lk écece 61,482,636 
5,302 pecans 315,771 
83,440 780,740 212,388 5,934,120 
66,467 426,235 199,498 »822,919 
.718 374,364 56,519 1,650,344 
1,574,851 5,383,340 3,458,081 95,290,248 
174,195 1,910,315 369,568 6,789,326 
234,132 Noreport ...... 11,129,907 
33,123 35,304 27,379 1,280,948 
57,812 309,381 47,475 3,011,512 
499,262 2,255,000 444,422 22,211,693 
See! Ch aage » Sewn 1,081,096* 
09 1 Sears 383 422 
ty iF 8 eea 6,027,412 
52,588 272,087 363,059 1,679,340 
49 Seen. canes 327,482 
19,794 110,314 3,924 612,263 
3,312 9,051 5,255 39,503 
49,958 59,902 93,400 1,998,874 
906 1,629 domes 172,680 
6,024 438,091 49,292 1,411,456 
645,754 1,599,643 1,959,793 11,862,517 
86. None 20,5: 31,074 
190,255 RE. SS acace 11,572,630 
398 ae 92,437 
Not sep. Noreport ...... 2,703,987 
5,578 146,696 1,2 630, 
116,082 355,860 272,686 6,439,686 
359,028 2,458,179 Noreport 10,877,908 
Not sep Saree 273,052 
1,575,738 8,136,453 2,769,179 58,317,672 
243,800 i errr 9,382,259 
4,400 338,776 5,6 852,696 
262,209 1,316,321 262,656 15,514,036 
2,951 186,950 256,712 1,663,284 
32,084 168,533 33,3 1,853,186 
1,982 61, 9, 91,545 
1,410 waiees “eneed BEY 
Not a. ueeceein . Oweguten 11,986,759 
694 21,586 1,009 243,275 
,005 See dee 398,210 
10,884 . Seer 1,090,595 
69,995 318,741 86,256 2,734,715 
255,119 s ! : re 8,935,452 
x 1,7 1,115 109,313 
23,875 138,311 236,370 1,302,729 
936,234 6,712,791 887,143 56,559,902 
13,653 131,606 183,562 966,919 
143,934 yA)” Sap. 27,770,716 
331,652 2,168,274 1,127,954 12,012,537 
338,303 1,674,615 1,045,014 7,316,249 
26,680 144,759 627,515 550,354 
36,989 SGGeee.” iavece 3,480,186 
25,819 98,624 44,820 612,056 
ee Saeed eS ee 180,5 
7,319 ore "| Kavacs 119,416 
950 7,692 éeecs 37,753 
345,776 2,797,584 “ee 13,399 409 
80,399 1,638,394 33,623,620 
1,177 4,795 269,933 
23,500% No report 2,082,400 
1,577,463 11,695,361 3,028,865 102,922,064 
34 
51,092 No report 
11,262 26,764 
40,315 250,155 
1,062 3,31 
13,499 342,446 
i. ee ee 
15,435 21,336 
25,163 272,634 
C4) a oe 
315,406 403,302 
12,340 39,298 
- — - bye 
ot se 0 repo! 
voy 3,052 
560,920 1,489,191 171,993 37,866,348 





$8,166,7466 $52,171,901 $13,188,897 $455,148,3861 
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tables, in which the inventory and consumption figures also influenced by differences in the practice of valuing 
are those reported by the railroads. Changes in in- second hand and reclaimed material and there are also 
ventory and consumption were determined by compar- differences in the practices of charging material out of 
isons with the figures reported the year previous. Turn- stock and in disposing of unserviceable materials which 
over figures were computed by dividing the consumption are included in stock balances. Comparisons were fa- 


in 1940 by 12 to obtain a theoretical average monthly cilitated by separating classes of materials which are 
consumption and by dividing the result into the ma- governed by different policies and conditions or which 
terial balance. Accounting practices are not wholly uni- are controlled by different departments. Uniformity has 
form because of differences in the manner of interpret- also been promoted by including ties at treating plants 
ing accounting rules of the Interstate Commerce Com- and by specifying that materials reported as “used” 
mission. Both inventory and consumption figures are should be restricted to the value of materials issued to 








Quantities of Selected Material Consumed in 1941 and On Hand Dec. 31 


Fuel Oil Rail—New Rail—S. H. Crossties Scrap 
ae aes Foi oi he 
i i, ft » e- ej ie tf = 
Stocks Used Stocks Laid Stocks Laid Stocks Sold 
Dec. 31 1941 Dec. 31 1941 Dec. 31 1941 Stocks Laid Dec. 31 1941 
bbl. bbl. GF. Gt; GF, GT, Dec. 31 1941 B31: js ee 
Adlanta: Gigi: Be ao0s woe £5tes saw eae Seok eis sees 296 400 29,080 117,169 908 297 
A: Oe YY: 3 31 222 103 609 92 1,098 
36,944 1,329 3371 5,123 2,979 R ae Wests 
ae 42,312 5 pe vag ie Wakes 
9,500 560 940 1,345 7 26,2 959 9,581 
266,174 33,104 9,137 124,219 
apes 6 2,686 5 ae 
3,598 703 
3,474 fe 782 
3,175 
45 
267 
6,641 
51,486 845 _ 2,904 
835, "598 5,774 64,269 
152,200 168,4 1,890 9,685 
12,651 619 1,657 








31,218 
80, 752 
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27 304 
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7,324 
123,160 
31,755 152,708 
16,214 Selec 
65,738 1,122,203 
195, 466 705, 753 
459,747 2,160,517 
; 3,255 65,657 66,475 
ise eia he ae pu hiog soe 54:5 eon 461,399 119,071 172, si 7 13,910 
ih beth Sp Anes Gib paaa sees oe 265,416 849,377 165 9 seoaee 
2,48 757 1,547 
eee 2,162 
628 
5,394 
27,932 
12,139 
6,691 
24,601 
11, 586 704, 614 ees 18,845 
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23 605 8,200 11,630 
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eae ache rege 125 273,548 
281,237 j 37,154 28,198 1,314,594 
8,454 6,680 10,480 499,600 
25 1 SO 529 30,775 
ca 373 126 343 39,342 
48,150 eee 5,454 bee, 3,499 eee «234,610 
36,029 f 1,753 961 158,794 
500 442 234 342 
1,785,804 1,479 16,304 5,091 
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closed accounts. In practically all cases, the total in- 
ventories reported correspond to the totals reported to 
the Interstate Commerce Commission. 


Less Rail on Many Roads 


Of 120 railroads reporting detailed inventory and con- 
sumption figures, only 6 reported less fuel on hand on 
January 1 than on January 1, 1941, and all the railroads 
reported increased fuel consumption. In the case of rail, 
50 railroads reported less new rail in stock on January 1, 
and 47 roads reported less second hand rail in stock, 
while 40 roads reported reductions in the amount of 
new rail laid in 1941, as compared with the previous 
year and 35 railroads reported reductions in relaying of 
second hand rail. Again, 61 railroads reported fewer 
ties on hand on January 1 than a year previous and 35 
railroads installed fewer ties in 1941 than in 1940. By 
contrast, practically all the railroads showed substantial 
increases in their inventories and consumption of main- 
tenance and repair materials. 

Based on the average monthly turnover in 1941, fuel 
stocks on January 1, 1942, represented a 62 days supply 
in the New England region, as compared with a 39 days 
supply on January 1, 1941; 36 days in the Great Lakes 
region, aS compared with 22 days one year previous; 
40 days in the Central Eastern region, as compared with 
18 days previously ; 31 days on the Pocahontas railroads, 
as compared with 16 days previously; 48 days-on the 
Southern roads, as compared with 49 days previously ; 
45 days in the Northwestern region, as compared with 
40 days previously; 68 days in the Central Western 
region, as compared with 38 days previously and 45 
days in the Southwestern region, as compared with 60 
days on January 1, 1941. 

Crossties on hand January 1 represented a 12.0 months 
supply on roads in the New England region, 10.4 months 
stock in the Great Lakes region, 8.3 months in the Cen- 
tral Eastern region, 16.0 months in the Pocahontas 
region, 5.3 months in the Southern region, 20.0 months 
in the Northwestern region, 10.0 months in the Central 
Western region and 11.8 months in the Southwestern 
region. Stores stocks, on the other hand, represented 
5.5 months supply on the roads in the New England 
region, as compared with 4.6 months on January 1, 1941; 
4.8 months in the Central Eastern region, as compared 
with 4.1 months on January 1, 1941; 5.3 months in the 
Great Lakes region, as compared with 4.4 months in 
1940; 5.7 months in the Pocahontas region, as compared 
with 4.0 months previously ; 5.9 months on the Southern 
roads, as compared with 4.5 months previously; 6.5 
months in the Northwestern region, as compared with 
4.7 months; 5.4 months in the Central Western region, 
as compared with 4.8 months and 5.3 months in the 
Southwestern region, as compared with 5.0 months 
previously. 

Iron and steel scrap on hand at the close of 1941 was 
3.0 per cent of the total inventory and, when compared 
with sales, represented a turnover of scrap seven times 
during the year. Aggregate crossties stocks on Janu- 
ary 1, including ties at treating plants and unapplied 
crossties on the line of road, were equivalent to an out- 
lay of approximately $145 per mile of road, while rails 
on hand, including rails on rests, represented about $80 
per mile of road. 


Quick Turnover on 45 Roads 


There were 45 railroads whose material on hand, ex- 
clusive of fuel, rail and crossties, on January 1, repre- 
sented less than a 5.0 months supply, based on the 








RAILWAY 


AGE 701 





170 

160 
150 
140 
130 
120 
110 


100 
90 


140 
130 
120 
110 
100 


120 Cross Ties 


110 
100 
90 
80 
70 


160 
150 
140 
eis Other Material 
120 
110 
100 


140 
130 
120 
110 
| 
90 





I94| 


9 | 


Changes in Aggregate Inventories Month to Month from January, 
1939, to January, 1942 


average monthly consumption in 1941. These stocks, 
as reported, were equivalent to a 4.8 months supply 
on the Boston and Maine; 4.4 months supply on the 
Maine Central; 4.7 months on the New York, New 
Haven and Hartford ; 3.5 months on the Delaware, Lack- 
awanna and Western; 4.6 months on the Erie; 4.3 
months on the Lehigh Valley; 3.9 months on the Wa- 


bash; 3.1 months on the Baltimore and Ohio; 4.3 months 


on the Illinois Terminal; 3.8 months on the Western 
Maryland ; 3.1 months on the Chesapeake and Ohio; 2.5 
months on the Atlanta, Birmingham and Coast; 1.7 
months on the Alton; 3.9 months on the Chicago, Burl- 
ington and Quincy; 4.0 months on the Denver and Rio 
Grande Western; 4.1 months on the Southern Pacific; 
4.0 months on the Kansas City Termina'; 3.8 months 
on the Missouri and Arkansas; 3.8 months on the St. 
Louis-San Francisco and 4.3 months on the Texas and 
New Orleans. 

By contrast, the inventory of materials, exclusive of 

(Continued on page 704) 


Railroad Motive Power of 
the Future’ 


An estimate of what can be expected of electric, 
steam and Diesel-electric locomotives 


By Frank B. Powers 


Manager Engineering, Transportation & Generator Division, 
Westinghouse Electric & Manufacturing Co. 


of electric, steam and Diesel-electric locomotives, 

respectively; then to indicate roughly the part 
each has played and the field each may serve in the fu- 
ture ; and, finally, to point out what present developments 
indicate will be available for the operation of the rail- 
road industry in the near future. 


M.: purpose is to review briefly the developments 


Electrification 


Asa means of economically providing mass transporta- 
tion at high speeds, we believe that no form of motive 
power can equal electrification. From the initial installa- 
tion of electric operation in this country in 1895, and 
including the early operations of electric locomotives 
on the B. & O., New York Central, New Haven and 
Pennsylvania railroads around the turn of the century, 
electrification has grown both in this country and abroad. 
It has reached its highest development to date in the 
Pennsylvania’s installation connecting New York, Wash- 
ington and Harrisburg. 

As we see the place of electrification in the future, it 
will economically serve essentially two classes of service: 

First: Heavy suburban service in the larger centers 
of population. 

Second: Heavy traffic main lines which are so situated 
that they must be served by the highest obtainable form 
of rail transportation. 

The rapid expansion of the power facilities of the 
country and the general tendency towards lower price 
for electrical energy should promote the use of electric 
traction to a considerable extent. Electricity is the only 
power or fuel whose price trend is downward. 


Suburban Service 


In 1941, over 50 per cent of the suburban car miles 
operated by Class I railroads were powered by electric 
motive power, principally by what we term multiple-unit 
cars. For this type of heavy duty suburban service, 
electrification has absolutely no equal in speed, removal 
of congestion, comfort, and economy. As the metro- 
politan centers of population grow and become more 
congested, the desire of the population is to spread out 
towards the suburban areas; this should develop rail 
transportation. There has often been a tendency to be- 
little this type of service, but we believe it is one which 
the railroads can well afford to give considerable 
attention. 

Modern developments in the city transit industry 


* Abstract of a paper presented before the New York Railroad Club, 
March 19, 1942. 


702 


have shown that a very fast ride and a very comfortable 
ride can be produced with extremely rapid accelerating 
and braking rates, when these rates are properly applied 
and controlled. Wherever this improved service has 
been offered, it has been accompanied by a marked in- 
crease in traffic and has proved to be profitable. 

Work now under way gives promise of producing the 
same kind of improvements in equipment for main line 
suburban service. It seems to be “in the wood” to 
produce a main line car capable of attaining a speed 
of 75 m. p. h. in less than 60 seconds with smooth ac- 
celeration throughout—and to do this so that the car 
can be operated at a reasonable cost. 

In typical main line suburban operation .the average 
distance between stations is approximately 114 miles. 
The new type of car I have mentioned, operating with a 
maximum speed of 75 m. p. h., can maintain a schedule 
speed of 40 m. p. h. in this frequent stop service due to 
its ability to get under way rapidly and stop as quickly. 
No other form of metropolitan transportation, including 
the private automobile, can approach a 40 m. p. h. sched- 
ule for the delivery of passengers. 


Heavy Main Line Service 


On the Pennsylvania, where heavy main line passen- 
ger, freight and suburban operations are included, elec- 
trification has not only met every expectation, but has 
exceeded them. By this electrification of the main 
arteries of commerce of the congested Eastern seaboard, 
the railroad has provided this area with a standard of 
operation which would have been unattainable econom- 
ically with Diesel or steam motive power. In this op- 
eration, fleets of passenger trains, ranging as high as 
18 to 20 cars, are operated on unequalled schedules, 
employing locomotives capable of developing outputs of 
8,000 to 9,000 horsepower. Similarly, freight trains 
up to 12,000 adjusted tons are operated on schedules 
previously considered excellent for passenger service. 
These trains often require outputs at the locomotive 
wheels of 13,000 hp. 

While these attainments in motive power sound high, 
we have an expression in our company which we hear 
frequently : “We have never yet built a locomotive which 
the railroads have not been able to overload, and some- 
times before it even gets off our drawing board.”’ While 
this statement borders on the facetious there is really 
much truth in it, and any examination of the trends in 
railroad operation clearly show that the demands on loco- 
motives continue to climb upward. 

We know that a few years ago freight locomotives 
which could haul_a train at 30 m. p. h. were considered 
excellent. Today trains are being handled at 50 m, p. h., 
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requiring 5,000 hp. or more merely to keep them rolling 
at these speeds without considering adverse grades. 
With further expected improvements in brakes, car 
trucks, track and allied equipment, it would be folly to 
think that at 50 m. p. h. the limit to speed had been 
reached. As speeds go up, the power of the locomotive 
must go up far faster. The train which requires 5,000 
hp. at 50 m. p. h. will require 7,300 hp. to keep it rolling 
at 60 m. p. h., and 10,500 hp. at 70 m. p. h. 


Alternating Current Locomotive 


The Westinghouse Company contemplates the future 
application of locomotives capable of handling this kind 
of service. Furthermore, we believe that when the 
railroads undertake to furnish freight transportation of 
this character and passenger service of a comparable 
character, electrification will move even further ahead 
as a source of power for the heaviest traffic lines. With 
this confidence in the future of electrification, over a year 
ago the Westinghouse Company undertook the develop- 
ment of apparatus to make an alternating current loco- 
motive to meet these requirements. The specifications 
for this “locomotive of the future,” as laid down at the 
beginning of this development were as follows: 

1. Service—Interchangeable passenger and freight 
service without change in gearing. 

2. Maximum speed—100 m. p. h. 

3. Axle loading—50,000 Ib. up, so that the locomotive 
may be applicable to any railroad. 

4. Wheel base—suitable for any main line or yard 
operation. 

5. Clearances—size to be same as present locomotives. 

6. Continuous hp.—7,500. 

7. Maximum hp.—12,000. 

8. Cost—considerably below present locomotives per 
horsepower. 

These aims are unquestionably a big step forward from 
present standards. Our development is still continuing 
and as yet is not complete. However, we confidently 
expect to achieve the aims for which we strive. 

Throughout the entire electric industry, railway equip- 
ment has always been the pioneer in setting the pace for 
getting more and more capacity into less and less space. 
This has been accomplished by using speeds and tem- 
perature limits far in excess of standards for other types 
of apparatus. The program set forth above, calling for 


a 7,500 hp. locomotive, embraces radically new equip-' 


ment but at the same time is largely within present 
practical limits of speed and temperature. Certain ex- 
tremely radical developments are now taking place which 
may shortly permit the designers to set even new limits 
to practical speeds and temperatures, in which case even 
greater strides may be taken in the design of the 
locomotives. 

Simultaneously with this development of the electric 
locomotive, the developments in other types of locomo- 
tives are also rapidly going forward. Interesting and 
promising as they are, it still does not seem to be pos- 
sible with the other types of power to approach the per- 
formance of an electric locomotive. Therefore, as we 
see things today, the electric locomotive will continue to 
be the standard of the transportation industry wherever 
the ultimate in performance is demanded and the traffic 
density warrants its use. 

Without appearing overly boastful, I believe that we 
can give the railroad industry one assurance, that how- 
ever severe you set the conditions, we will be able to 
Provide electric motive power to meet them. 


Now, let’s look at the steam locomotive. The vast 


majority of the transportation service of the nation is 
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still handled by the steam locomotive. As new develop- 
ments take place, the death knell of the steam locomotive 
is periodically sounded, but the steam engine continues 
to have more lives than the proverbial cat. In spite of 
optimists advocating other types of power, the steam 
locomotive has many features which will continue to 
give it a prominent part in the railroad set-up. 

From the economic standpoint alone, we are yet to see 
how it can be universally supplanted. A study of the 
transportation problem shows that the rank-and-file of 
locomotives, due to the very nature of the traffic problem, 
annually make relatively few miles, roughly, 55,000 in 
passenger service and 35,000 in freight service. The 
steam locomotive, with its low first cost and continually 
improving operating expense makes an ideal unit for a 
large percentage of the service to be rendered. 

The bulk of the publicity of recent years has probably 
gone to the electric and the Diesel-electric locomotive, 
but during this period the designers of steam locomotives 
have been far from asleep, and the steam locomotive of 
1942 is a far cry from the steam locomotive of 20 years 
ago. 

With conventional reciprocating locomotives today, the 
drawbar horsepower which can be developed at the rail 
by certain types is roughly as follows: 

For three driving axles, about 3,800 hp. 

For four driving axles, about 4,500 hp. 

For five driving axles, about 5,500 hp. 

And for articulated six and eight driving axle loco- 
motives at 6,000 hp. 

With capacities of these orders available, supplemented 
by modern developments in bearings, reciprocating parts, 
etc., the steam locomotive remains a powerfully efficient 
instrument for moving high-speed passenger and freight 
traffic. 

Further developments are taking place in reciprocating 
locomotives. A particularly promising one is the 4-cylin- 
der non-articulated design for high-speed passenger 
service, 

In addition to its advantages in first cost, the steam 
locomotive also presents an added advantage in its abil- 
ity to burn the type of fuel particularly advantageous to 
the locality where it is to be used. This is of importance 
in wartime where restrictions may exist on any one class 
of fuel. 

However, modern steam locomotives, conforming to 
existing design standards, seem to be nearing the limit 
of their capacity. The boilers and fireboxes are about 
as large as clearance restrictions will permit. Their 
weight has about reached the limit of wheel loading. 
More efficient utilization of the steam in the cylinders 
does not offer major possibilities. As a result, future 
improvements of a very radical nature seem to dictate 
radical departures from established practices. 

One feature which has been tried a number of times 
is the high-pressure boiler. For various reasons these 
have not yet been applied on a large scale and all in- 
stallations have been of an experimental nature. 


Possibilities of Turbine Locomotives 


Modern developments in the marine field have suc- 
ceeded in producing turbines and gearing capable of oper- 
ating at very high speeds and of a type which offers 
definite prospects for application to the locomotive field. 
At the speeds marine turbines are now operating, they 
can be built for a weight of about 1 Ib. per horsepower, 
or a weight that is comparable to that of an aeroplane 
engine. Including the gearing, flexible connections to 
the axle and other auxiliary apparatus, the entire assem- 
bly can probably be built for around 5 to 7 Ib. per horse- 
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power. Such weights are far less per unit of capacity 
than can be obtained by other classes of equipment. 

When applied to modern locomotive boilers of around 
300 Ib. pressure and with superheated steam well within 
the limits of existing superheater design, the turbine 
offers theoretically a decided advantage by permitting 
greater output per pound of steam developed. This per- 
mits a higher horsepower from the same boiler and car- 
ries with it the attendant advantage of fuel economy. 
The turbine also eliminates reciprocating parts. 

The starting conditions with a turbine are entirely 
satisfactory for a high-speed passenger locomotive. For 
any wheel loading and top speed yet demanded, 25 per 
cent adhesion at starting can be developed. For the 
lower speed range, say 0 to 25 miles per hour, the tur- 
bine is admittedly less efficient than the reciprocating 
unit but for high-speed service this is not critical. 

The Westinghouse Company has been actively study- 
ing the application of the direct-geared, non-condensing 
turbine for several years. These studies indicate that a 
turbine drive could be applied with considerable advan- 
tage to any local arrangement and any size of boiler now 
developed for steam service. When so applied, the tur- 
bine will likely offer an increase in high speed output 
per pound of steam and per pound of locomotive of about 
20 to 25 per cent over reciprocating engines. Its cost 


per horsepower in the larger sizes should not be far’ 


different from reciprocating engines. It will eliminate 
reciprocating parts and therefore should improve both 
locomotive and track maintenance. It will burn coal or 
oil as desired. 

Realizing the advantages that may be possible in this 
kind of locomotive and as a part of its policy to promote 
all types of motive power for the railroad industry, the 
Westinghouse Company over a year ago commenced the 
cooperative development of high-speed, high-capacity tur- 
bine locomotives. We confidently expect this develop- 
ment to be a decidedly forward step in the steam loco- 
motive field. 


Diesel-Electric Locomotives 


The newcomer, so to speak, to the railroad field is 


the Diesel-electric. From its first application to railroad 
service about 1925 to the present day, it has continually 
increased in popularity until today there is some 2,000,- 
000 hp. in service or on order. 

Its application has been to switching, main line pas- 
senger and main line freight services. The future will 
continue to see further applications to all of these serv- 
ices, 

In heavy switching service, the most popular sizes are 
the 660-hp., 100-ton locomotives and the 1,000-hp. 125- 
ton locomotives. Smaller sizes have become popular 
recently for the smaller railroad yards and industrial 
switching services. This type of equipment has been 
standardized to a considerable extent and has definitely 
proven its economy in rail service. In 1941, the Diesel- 
electric locomotive performed 12 per cent of the total 
switching service on Class I railroads. 

In high-speed passenger service, the Diesel-electric has 
continued to go forward. Its early application was on 
rail cars in very small sizes. Today passenger loco- 
motive units of 2,000 hp. each are used, these same units 
being coupled in multiple to give 4,000 and 6,000 hp. 
locomotives where the conditions demand. In 1941, 
Diesel-electric locomotives in passenger service operated 
about 30,000,000 miles, or 7 per cent of the main line 
passenger service of this country. This percentage is 
small, but the rate of increase is large. 

In freight service, two-cab locomotives of 2,700 hp. 
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and of 4,000 hp. are. available; and 4-cab locomotives of 
5,400 hp. Up to January 1, 1942, a total of 237,000 hp. 
had been purchased for freight service. 

It is difficult as yet to truly evaluate the Diesel-elec- 
tric locomotive and its ultimate place in the railroad field. 
Some of its more ardent proponents claim that it will be 
the cure-all for the railroads. In the early stages of elec- 
trification, some enthusiasts made similar claims for it. 
Unquestionably, it will have a definite place in the motive 
power field, but it is most unlikely that it will exclude 
all other types of locomotives, 

The future development of the Diesel-electric locomo- 
tive is dependent largely upon the engine itself rather than 
the electric drive. In a 2,000-hp. locomotive of 1940, 
about 44 per cent of the total weight is engine and drive, 
or about 60 Ib. per hp. The extent to which larger units 
can be constructed depends upon the ability to increase 
the speed of the power plant so that more capacity can 
be placed within the same space and for the same weight. 

As the transportation industry has always been in the 
forefront with developments tending towards concentra- 
tion of capacity, the same development is taking place in 
the Diesel-electric field. Developments in which the 
Westinghouse Company is now participating give every 
promise of 6,000-hp. Diesel-electric locomotives in one 
cab in the very near future. This locomotive, incidentally, 
will also include electric braking. 


Future Competition 


The airplane will definitely become a more vital factor 
in future commercial transportation. The aircraft man- , 
ufacturers are designing passenger planes with capacity 
for 100 or more persons and are even now designing 
cargo-carrying planes. On the ground, super-highways 
are beginning to cover the countryside. 

These wartime developments are bound to have their 
effect on the transportation industry. To meet the com- 
petition of the airways and the super-highways, passen- 
ger speeds of 100 m. p. h, may be commonplace. Road- 
bed, alinement, track structure, and curvature must be 
modified to enable schedule speeds to more nearly ap- 
proach the maximum speeds. Rolling stock will incor- 
porate hundreds of new materials or new applications of 
old materials to give a smoother, less expensive ride. 
Locomotives must be capable of sustaining the required 
speeds over the entire profile. 

In freight service, these developments will mean the 
operation of certain trains for high-class commodities on 
schedules approaching the best passenger speeds. Over- 
night deliveries of 1,000 miles may be commonplace. 
This freight service will necessitate rolling stock and 
motive power of the same order as the best passenger 
service, 

‘Unquestionably the railroads will see new competition 
in the future. This cannot be avoided. But this war has 
shown that the nation must have a well integrated trans- 
portation industry, in the forefront of which stand the 
railroads. 


Storekeepers Build Up 


Inventories to War Strength 
(Continued from page 701) 


rail, fuel and crossties, reported on January 1, repre- 
sented more than a 10 months stock on the Bangor and 
Aroostook; the Lehigh and New England; the New 
York, Susquehanna and Western; the Detroit, Toledo 
and Ironton; the Richmond, Fredericksburg and Poto- 
mac; the Florida East Coast; the Nashville, Chatta- 
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nooga and St. Louis; the Lake Superior and Ishpeniing 
and the Union Pacific. 

Total materials in the hands of the railroads as a 
whole on January 1, 1942, were equivalent to 12.6 per 
cent of the operating expenses in 1941, although 26 rail- 
roads reported inventories representing less than 10 per 
cent of their annual operating expenses. The ratio of 
total inventories to annual operating expenses was as 
low as 7.1 per cent on the Baltimore and Ohio; 8.5 per 
cent on the Central of New Jersey; 8.4 per cent on the 
Chesapeake and Ohio; 6.0 per cent on the Chicago 
Great Western; 6.5 per cent on the Alton and 4.8 on 
the Missouri and Arkansas. By contrast, the total was 
25 per cent on the Bangor and Aroostook; 15.8 per 
cent on the Central of Vermont; 14.1 per cent on the 
Delaware and Hudson; 17.8 per cent on the Chicago 
and Illinois Midland; 13.2 per cent on the Pennsylvania ; 
15.8 per cent on the Norfolk & Western; 24.0 percent 
on the Virginian ; 19.2 per cent on the Nashville, Chat- 
tanooga and St. Louis; 15.2 per cent on the Great 
Northern; 16.4 per cent on the Chicago, Milwaukee, 
St. Paul and Pacific; 17.6 per cent on the Santa Fe and 
21.0 per cent on the Union Pacific. 

For further comparisons with previous years refer- 
ence is made to the Railway Age of March 29, 1941, 
April 6, 1940 and April 15, 1939. 


Electric Locomotive 
for Piedmont & Northern 


in appearance and operating characteristics to one 
built several years ago in the railway’s own shops, 
has been delivered to the Piedmont & Northern by the 
General Electric Company. The locomotive is of the 


A 1500-VOLT electric freight locomotive, similar 





The Locomotive Is of All-Welded Construction, Including the Cab, Sub-Framing and Trucks—The Sub-Frames Are Articulated 





RAILWAY AGE 705 


eight-axle, four-truck type, classified as B-B + B-B— 
a wheel arrangement dictated by the desire to duplicate 
existing traction motor equipment, to maintain indi- 
vidual axle-loading at less than 35,000 Ib., and to handle 
1,800-ton trailing loads with a single locomotive unit. 

The principal dimensions, weights and characteristics 
of the new locomotive are, as follows: 


WEOE BIURINEE ood 6 oo 5 6a 50.6 oy Cin vane eBeek ce coeeecsnewunel B-B+B-B 
EAMG, COREG IIMB odie 6 ih dc.) cea wo irneaacanceromden 63 ft. 4 in. 
WINGO DDE ROUEN o's co cnaineskee cencs nacke cdscdduddatsaees eee me 
UNIS SUING og Sg eae de as eersia aid a ea ales We eee nae aN 8 ft. 0 in, 
Height over collectors, locked-down ...............-eeeeeeees 16 ft. 2 in. 
PE OE - CII UDONEIN = a6. 6 ka os cea ce ec edarn cc eendegened 36 in. 
ENUGEC MMA C cur addbantekhqoss icc kd ede mewungada ancobeans 4 ft. 8% in. 
"Otay WOunee (Oe ON CUNEO <5 a oo odo scenes se cadlecweeseng 236,000 Ib. 
CUI Ae CONGUE BEI acc ccersc ec nncctversdudccacsaneeaeae 29,500 Ib. 
Traction motors, number and type... .........sscccscoccesse 8-GE-212-L 
CiGae CORN s 8 dee dank Vanawerv ste cacsssntcvasneeatwenanees 68/18 = 3.77 





One Hour Continuous 


Ratings (1500 volts) (FS-1) (FS-1) 
WE SmGtNOG NO Mew bale xe tok ea tediaweeous 49,000 34,500 
Coeti: of adhesion’ (per Cent). ones ccc ssicse wees 20.7 14.6 
ONE RLM? Soro Saaisida e Wale aera ac x aes Raeaaee 18.4 20.5 
PIGUMINIOE Sy esc a Kae See asta sccdiweeeusreeas 2,400 1,885 


Good Railroading Needed 
for Perfect Shipping 


HE proper performance of duties is essential to 

1 perfect shipping and to, the prevention of loss and 
damage to freight, according to C. H. Dietrich, 
executive vice-chairman of the Freight Claim division 
of the Association of American Railroads, at a Perfect 
Shipping Month meeting at Chicago, on March 26. “The 
major efforts of the railroads to aid in the Perfect Ship- 
ping Month Campaign of April,” he said, “should be 
directed toward the training of new employees; more 
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efficient educational work among switchmen and engine- 
men to bring about careful switching; improvement of 
the stowing of 1. c. 1. freight; a more effective system of 
reporting to the source avoidable and important service 
irregularities; and stricter supervision to assure com- 
pliance with the pamphlets of loading recommendations 
for carload freight issued by the Operating-Transporta- 
tion Division of the Association. 

“The most effective means for getting this message 
to the personnel of individual railroads,’ Mr. Dietrich 
said, “is through the holding of group meetings at the 
larger freight stations and the principal terminals and 
elsewhere, with operating and claim officers in attend- 
ance, prepared to explain the vital importance of safe- 
guarding freight of all descriptions. The principal causes 
responsible for loss and damage should be emphasized, 
including excessive impacts at time of coupling and fail- 
ure to stow and brace I. c. |. freight securely.” 

The Perfect Shipping Month campaign in the Chicago 
territory was opened with a luncheon of the Traffic Club 
of Chicago, at which F. A. Schleifer, general chairman 
of the Mid-West Shippers’ Advisory Board, W. D. 
Beck, district manager of the Car Service Division of 
the Association of American Railroads, and C. H. Die- 
trich were the speakers. Mr. Schleifer emphasized the 
need for reporting the condition of packages at destina- 
tion so that the shipper will know whether his container 
and packing methods are adequate to insure against 
damage to the products. “With the increase in trans- 
portation load,” he said, “it now becomes necessary, 
more than ever before, to pack perfectly, mark perfectly, 
load perfectly, and transport and handle perfectly. 

“Tt is elemental,’ he continued, “that transportation 
. is of primary and not secondary importance in the war 
effort and that it cannot be permitted to bog down be- 
cause the consequences would be disastrous. But, we 
very definitely are not fulfilling our transportation job 
or our patriotic duty to the Nation as long as we permit 
the waste of merchandise to the tune of 23 million dol- 
lars annually. For five years we have referred to per- 
fect shipping as the war on waste, but now to paraphrase 
it, we must consider only the effect of waste on war. 
On this major premise we are concerned with the con- 
servation of materials, time, labor and transportation. 
One illustration of this is the arrival of a broken machine 
at a plant engaged in the production of implements of 
war and which may prove to be a very serious matter. 
It is not necessary to project and detail the effect of such 
an occurrence as it is all too clear. If this should occur 
frequently and in many places throughout the United 
States, the total result would be a vital blow to the vic- 
tory program—a blow struck by and upon ourselves for 
the full benefit of the enemy.” 


British Roads Set Up 
Post-War Plan Group 


POST-WAR “planning commission” for the Brit- 
A ish railways—not inspired by “progressive” politi- 
cal circles nor by the government authorities which 

now control Britain’s railways—and manned by practical 
railroad officers—was established in January by the mem- 
ber roads of the Railway Companies Association. Creat- 
ed at the suggestion of Sir Ronald Matthews, chairman 
of the latter, the new commission is composed of six rail- 
road officers, with Sir Ernest Lemon, vice-president 
(operating and traffic), London, Midland & Scottish, as 
chairman. Since Sir Ernest will be relieved temporarily 
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of his duties with his railway, the work of the commis- 
sion will receive full-time attention. 

The field in which the Commission will operate will 
be without assigned limits, according to reports reaching 
this country. To all appearances, the British railroads 
are acutely aware of the menace to their welfare in the 
difficult era of reduced traffic, increased competition, 
war-inflated costs and detrimental public works pro- 
grams, which may not unlikely follow the war. Their 
planning commission will examine all possibilities in the 
endeavor to find the answers. All of the tax and subsidy 
problems to be considered by the Board of Transporta- 
tion Research in this country will be considered, and the 
bid for equality made in the British railroads’ “Square 
Deal” program—which was interrupted by the war—will 
be revived. In addition, all of the possible economies 
and service improvements which the railroads themselves 
can initiate without legislative co-operation will be thor- 
oughly explored. 


Some of the Suggestions Advanced 


The variety and extent of possible improvements which 
invite investigation by the new commission are made evi- 
dent by the suggestions the British trade press make for 
its consideration. “Modern Transport,” a publication 
covering all forms of transportation, suggests editorially 
the following as proper “meat” for the commission: (1) 
standardization of rolling stock; (2) standardization of 
construction materials such as pre-cast concrete details; 
(3) use of light aluminum alloys in rolling stock manu- 
factured in adapted war plants; (4) continuous brakes 
on all freight cars; (5) automatic couplers; (6) classifi- 
cation yards equipped with retarders and power switches 
and (7) standard equipment for all trunk line railways 
and bulk purchase of stores. 

The “Railway Gazette” believes that the railroads will 
have to overcome public prejudice, based thoughtlessly 
on necessary restrictions of civilian travel during the war, 
by substantial improvements in operating services and 
speeds. It also ventures the opinion that the railroads 
have already learned a great deal about the mass move- 
ment of traffic during the war, which experience will 
prove to be useful to the commission. The “Gazette” 
asserts also that the commission will probably give con- 
sideration to influences not wholly concerned with trans- 
portation or the railroads but which will affect the latter 
greatly—such as “the probable redistribution of industry 
and the trading and fiscal policy to be pursued by this 
country.” “Modern Transport” also advises the plan- 
ning commission to “get in an oar” with city planners 
discussing the rebuilding of cities damaged by air raids. 

Sir Ernest Lemon, who has traveled widely and is well 
known in America, is noted for his planning and installa- 
tion of mass production methods for the building and 
maintenance of rolling stock. He also initiated reorgani- 
zation of the motive power department of the L. M. S., 
which, at a cost of $10,000,000, brought about far greater 
economies. In 1938, he went temporarily to the British 
Air Ministry as Director-General of Production and re- 
turned to the railway after laying a ground-work of tech- 
nique which his successors have followed. Serving with 
Sir Ernest are K. W. C. Grand, assistant general man- 


‘ager, Great Western, who has been intimately associated 


with the railroad’s subsidiary air transport ventures; F. 
J. Wymer, assistant (planning) to general manager, 
Southern; C. K. Bird, assistant. divisional general man- 
ager, Southern area, London & North Eastern; F. A. 
Pope, manager, Northern Counties.Committee, L. M. S., 
and T. E. Thomas, general manager, London Passenger 
Transport Board. 
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Capital Outlay 
Is Half a Billion 


Gross capital expenditures 
were higher in 1941 than in 
any year since 1930 


Capital expenditures for equipment and 
other improvements to railway property 
made by Class I roads in 1941 totaled 
$543,021,000, the greatest amount spent in 
any years since 1930, according to the 
Association of American Railroads. This 
was an increase of $113,874,000 above such 
expenditures in 1940. Gross capital ex- 
penditures in 1930 amounted to $872,608,000. 

Of total capital expenditures made in 
1941, $367,568,000 were for locomotives, 
freight-train cars, passenger-train cars and 
other equipment and $175,453,000 for road- 
way and structures. Capital expenditures 
in 1941 for equipment were $95,662,000 
above those in 1940 and expenditures for 
roadway and structures were $18,212,000 
above the preceding year. ; 

Expenditures for freight-train cars in 
1941 totaled $245,713,000, compared with 
$189,629,000 in 1940. For locomotives, 
Class I roads expended $80,607,000 in 1941. 
compared with $54,351,000 in 1940. Ex- 
penditures for passenger-train cars amount- 
ed to $29,544,000 in 1941, compared with 
$18,417,000 in the preceding year. For 
other equipment, the railroads in 1941 ex- 
pended $11,704,000, or an increase of $2,- 
195,000 above the amount spent for that 
purpose in 1940. 

Class I roads in 1941 also spent $36,- 
108,000 for heavier rail, an increase of 
$5,635,000, compared with such expendi- 
tures in 1940. For bridges, trestles and 
culverts, they made capital expenditures in 
the past year of $19,419,000, compared with 
$22,596,000 in 1940. They also expended 
$13,920,000 in 1941 for additions and better- 
ments to shops and engine houses including 
machinery and tools, an increase of nearly 
$3,000,000 above the year before and for 
signals and interlockers, including telegraph 
and telephone lines, automatic train control 
and similar purposes, they spent $13,439,000 
in the past year compared with $10,275,000 
in 1940. For additional ballast they spent 
nearly $6,000,000 and $11,000,000 for im- 
provements to station and office buildings 
and other station facilities. For other im- 
provements to roadway and structures, their 
capital expenditures amounted to $46,526,- 
000 contrasted with $52,320,000 in the pre- 
ceding year. 

Class I roads in 1941 put 80,502 new 
freight cars and 633 new locomotives in 
service. On January 1, 1942, there were 





74,897 new freight cars and 546 new loco- 


motives on order. Purchase of this equip- 
ment was for the most part authorized in 
1941, but construction and delivery could 
not be completed within that year. Re- 
ports just received from the Class I roads 
show that the carry over into 1942 from 
the preceding year of all unexpended au- 
thorizations amounted to $372,771,000 of 
which $256,356,000 was for cars and loco- 
motives and $116,415,000 for roadway and 
structures. 


Railway Co-ordinator in WPB’s 
Industrial Salvage Section 

B. C. Bertram, formerly with the Lehigh 

Valley, has become railway coordinator in 

the Industrial Salvage Section of the War 

Production Board’s Bureau of Industrial 


Conservation. Mr. Bertram’s assignment 
is to get out all dormant railroad scrap. 


New Associate Director of ODT 
Coastwise and Intercoastal Division 


Neil S. Laidlaw, Pacific Coast trafiic 
manager for the Calmar Steamship Cor- 
poration, has been appointed associate direc- 
tor of the Office of Defense Transportation’s 
Division of Coastwise and Intercoastal 
Transport. 


President Signs War Powers Act 


President Roosevelt has signed the 
Second War Powers Act, 1942, which gives 
the Interstate Commerce Commission 


emergency powers over motor carriers 
similar to those which it has over railroads. 
As noted in the Railway Age of March 28, 
page 668, Congressional action on the 
measure was completed on March 19. 


ODT Advisory Committee 


Formation of a New York State Water- 
way Operators Advisory Committee has 
been announced by Director Eastman of the 
Office of Defense Transportation. The 
committee will cooperate with Edward 
Clemens, director of ODT’s Division of 
Inland Waterways, in dealing with prob- 
lems affecting the New York State Barge 
Canal. 


Crediting Military Service Under 
Retirement Act 

The Senate on March 30 passed H. R. 
6387, thus completing Congressional action 
on this bill introduced by Representative 
Crosser, Democrat of Ohio, to extend the 
crediting of military service under the 
Railroad Retirement Act. The bill would 
provide for the crediting of military serv- 
ice subsequent to 1936, service in a war 
period prior to January 1, 1937, being al- 
ready creditable. 
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Where Will the 
Wheat Crop Go ? 


Elevators are practically full 
now and the federal experts 
offer no suggestions 


The elevators of the country are full of 
government loan wheat to the extent that 
only a small portion of the 1942 crop can 
move, according to facts brought out at a 
special grain meeting held in Kansas City, 
Mo., on March 25, in conjunction with the 
20th annual meeting of the Trans-Missouri- 
Kansas shippers board. Moreover, little 
hope was expressed by any of the speakers 
that any relief from the unprecedented stor- 
age situation would be forthcoming between 
now and the time the winter wheat is 
harvested.: 

Frank <A. Theis, president, Simond- 
Shields-Theis Grain Company, reported 
that the winter wheat crop in the South- 
west was planted under the most favorable 
conditions in ten years, and that the wheat 
is now in as fine condition as has ever 
been known. His report covered Kansas, 
Missouri, Nebraska, New Mexico, Col- 
orado, Oklahoma and Texas. While the 
acreage planted in these states last fall 
amounted to only 24,322,000 acres, as com- 
pared to 28,891,000 acres during the previ- 
ous season, the yield per acre this year is 
estimated at 14.5 bushels, as compared with 
13.7 last year, and the total production is 
estimated at 351,552,000 bushels, as com- 
pared with 325,412,000 bushels last year. 

The highest previous carry-over of old 
wheat up to last year, Mr. Theis said, was 
in 1931, when 315 million bushels were in 
storage. Last year, 385 million bushels 
were in storage when harvesting began, 
and this year, an estimated 630 million 
bushels will be jamming the elevators when 
the harvest begins. Referring specifically 
to the Kansas City area, one of the world’s 
greatest wheat storage centers, Mr. Theis 
pointed out that, with 61%4 million bushels 
storage capacity, 1714 million bushels capa- 
city’. was vacant on March 21, 1941, an 
unusually low figure. In contrast, on 
March 31 this year, only 7 million bushels 
capacity is vacant, thus creating the most 
unusual and serious storage situation ever 
known. Further, according to Mr. Theis, 
surveys indicate that the Kansas City situa- 
tion is repeated at all elevators throughout 
the country, and the most reliable estimates 
are that exports will be far below last year. 

W. B. Lathrop, regional director of the 
Commodity Credit Corporation, which con- 
trols approximately 90 per cent of the 
(Continued on page 714) 
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465,000 Daily 
Bbl. of Rail Oil 


So Ickes announces, who last 
Fall hotly denied rrs. could 
move half as much 


Daily tank car movements of petroleum 
and petroleum products to the east coast 
reached a new high of 464,561 barrels dur- 
ing the week ended March 21, according 
to an announcement by Petroleum Coordi- 
nator Harold L. Ickes. This is the third 
consecutive week that a new high has been 
established. The previous record of 439,- 
200 barrels per day was established in the 
week ended March 14. 

In moving 464,561 barrels each day into 
the east, the 16 reporting companies load- 
ed a total of 14,453 cars, Mr. Ickes pointed 
out. On the basis of an average of 225 
barrels per car, this is equivalent to 3,251,- 
925 barrels of petroleum and petroleum 
products. During the previous week, 13,- 
664 cars were loaded, or the equivalent of 
3,074,400 barrels. 

Meanwhile, higher transportation costs 
involved in using railroad tank cars instead 
of ocean tankers to maintain adequate sup- 
plies of petroleum products along the east- 
ern seaboard have been recognized by Act- 
ing Price Administrator John E. Hamm in 
an order raising maximum prices for gaso- 
line and fuel oil in 17 eastern and southern 
states and the District of Columbia. 

_ The order is effective immediately and 

raises maximum prices by the following 
amounts: Gasoline, one-half cent per gal- 
lon; Distillate fuel oils, 0.4 cent per gal- 
lon; and residual fuel oils, 20 cents per 
barrel. The order will increase the price 
of petroleum products in Maine, New 
Hampshire, Vermont, Rhode Island, Mas- 
sachusetts, Connecticut, New York, New 
Jersey, Pennsylvania, Delaware, Maryland, 
Virginia, West Virginia, North Carolina, 
South Carolina, Georgia, Florida and the 
District of Columbia. 

In asking for the increase in prices, the 
oil companies estimated that their current 
additional costs due to the use of tank 
cars instead of ocean tankers were run- 
ning at the rate of more than $100,000,000 
a year and were rising rapidly. 


P. R. R. Engine Crew Drives in for 
Repairs at “Service Station” 

The engine crew of a westbound passen- 
ger train on the Pennsylvania between 
Pittsburgh, Pa. and Chicago recently 
stopped for repairs at a factory along the 
line, thereby cutting what might have been 
a long delay to a minimum, and preventing 
a partial tie-up of traffic on an extremely 
busy piece of railroad. Engineman John 
Lorne and Fireman H. H. McMurray, at 
the head end of Train No. 113, felt the air 
brakes apply automatically about three 
miles west of Beaver Falls, Pa. They 
found that the pipe feeding steam to the 
air compressor on the locomotive was dis- 
connected, causing the compressor to be 
inoperative. 

It was impossible to move the train un- 
less the pipe was replaced. A quick ex- 
amination showed that if a new thread were 
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Voelkner Assistant Federal 
Manager of T. P. & W. 


John W. Barriger, federal mana- 
ger of the Toledo, Peoria & Western, 
on March 26 designated George 
Voelkner, former general manager of 
the Lehigh Valley at Bethlehem, Pa., 
to be assistant federal manager. Mr. 
Voelkner entered railroad service in 
June, 1908, in the mechanical depart- 
ment of the Chicago & Western In- 
diana, later becoming supervisor of 
telegraph and telephones for that 
road and the Belt Railway of Chi- 
cago. After serving as superinten- 
dent of the C. & W. I., he went with 
the Lehigh Valley in January, 1940, 
serving successively as assistant to 
general manager, general superin- 
_tendent, assistant general manager 
and general manager, resigning from 
the latter position last January. 











cut on the pipe it could be recoupled with 
ease. Across the tracks a sign proclaimed 
that the Babcock & Wilcox Company 
manufactured steam boilers on the premises. 
Surely the best place in the world to find a 
pipe-fitting tool. Accordingly the engine- 
man disconnecting the pipe, took it over to 
B. & W., selected pipe stock and die of the 
right size and with the assistance of a plant 
employee, cut a new thread thereon. Re- 
turning to the locomotive he and the fire- 
man together replaced the pipe and made 
the proper coupling. The brakes were 
promptly released and Train No. 113 pro- 
ceeded on its way—after a detention of 
only 35 min. 


Midwest Board Meeting 


The ability of the railroads to meet the 
transportation demands which may arise 
from the war program, as well as the or- 
dinary demands of commerce, will be dis- 
cussed at the annual meeting of the Mid- 
West Shippers Advisory Board at the 
Palmer House, Chicago, on April 7. At 
a luncheon sponsored by the Public Af- 
fairs Committee of the Traffic Club of Chi- 
cago, Interstate Commerce Commissioner 
Johnson will speak on Vigilance. 


Status of Municipal Belt of Tacoma 


The Interstate Commerce Commission, 
Division 3, has found: that the Municipal 
Belt Line Railway of Tacoma, Wash., is 
“more than a street, interurban or sub- 
urban electric railway,” and thus it is not 
within the terms of the exemption provisos 
of section 1(a) of the Railroad Retirement 
Act, the Railroad Unemployment Insurance 
Act and its Carriers Taxing Act. 


T. & P. Gets Trucking Certificate 


Subject to the usual conditions designed 
to insure that the highway service will re- 
main supplemental to rail service, the In- 
terstate Commerce Commission, Division 5, 
has granted the Texas & Pacific Motor 
Transoprt Company, affiliate of the Texas 
& Pacific, a certificate authorizing common- 
carrier trucking operations on 214-mile 
route between Pecos, Texas, and El Paso. 
The route will extend T. & P. highway 
operations to the Western terminus of its 
rail line. 


April 4, 1942 


RR Investment 
Now Pays 3.85% 


That is the percentage carriers 
earned in twelve months 
ended in February 


Class I railroads in the first two months 
of this year had an estimated net income, 
after interest and rentals, of $49,700,000, 
as compared with $34,700,000 in the corre- 
sponding period last year, according to the 
Bureau of Railway Economics of the Asso- 
ciation of American Railroads. The two- 
months net railway operating income, be- 
fore interest and rentals, was $135,450,263, 
as compared with $120,156,258 for January 
and February, 1941. The rate or return for 
the 12 months ended February 28 averaged 
3.85 per cent, compared with 2.75 per cent 
for the 12 months ended February 28, 1941. 

February’s estimated net income was $23,- 
800,000, compared with $15,000,000 in Feb- 
ruary, 1941, while net railway operating 
income for that month was $66,486,021, 
— with $58,135,957 in February, 

941. 

Total operating revenues in the two 
months totaled $943,177,171, compared with 
$735,787,689 in the same period in 1941, or 
an increase of 28.2 per cent. Operating ex- 
penses amounted to $676,434,315, compared 
with $524,559,078, an increase of 29 per 
cent. e 

Class I roads in the two months paid 
$107,901,279 in taxes, compared with $70,- 
524,898 in the same period in 1941. For 
February alone, the tax bill amounted to 
$56,736,208 an increase of $22,067,484 or 
63.7 per cent above February, 1941. Thirty- 
six Class I roads failed to earn interest and 
rentals in the two months of 1942, of which 
14 were in the Eastern district, three in the 
Southern district, and 19 in the Western 
district. 

Operating revenues for February totaled 
$462,486,015 compared with $358,413,499 in 
February, 1941, while operating expenses 
totaled $327,653,379 compared with $255,- 
590,196 in the same month in 1941. 

Class I roads in the Eastern district in 
the two months had’ an estimated net in- 
come, of $19,400,000 compared with $31,- 
500,000 in the same period last year. Those 
same roads had a net railway operating in- 
come, of $54,215,766, compared with $67,- 
017,171, in the same period in 1941. 

Gross in the Eastern district in the two 
months totaled $452,550,095, an increase of 
20.2 per cent compared with the same period 
in 1941, while operating expenses totaled 
$333,734,821 an increase of 27.2 per cent 
above 1941. 

In the Eastern district for February alone 
the estimated net income was $8,300,000 
compared with $14,700,000 in February, 
1941. Net railway operating income 
amounted to $25,682,729 compared with 
$32,531,821 in February, 1941. 

Class I roads in the Southern district in 
the two months had an estimated net in- 
come of $12,200,000. compared with $10,- 
300,000, in the same period last year. Those 
same roads had a net railway operating in- 
come of $22,743,509 compared with $20,893,- 


(Continued on page 715) , 
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1941 Purchases 
of Class I Roads 


Total nears 1.2 billions and 
exceeds 1940 total by 
307 millions 


Purchase of fuel, materials and supplies 
made by the Class I railroads of the United 
States in connection with their operation 
were greater in 1941 than in any year since 
1929, according to J. J. Pelley, President 
of the Association of American Railroads. 
Such purchases in 1941 totaled $1,161,274,- 
000, an increase of $306,811,000 compared 
with 1940. In 1929 purchases of fuel, 
materials and supplies totaled $1,329,535,000. 

Class I roads in 1941 expended $349,- 
765,000 for fuel compared with $273,556,- 
000 in 1940. For bituminous coal only, 
their purchases totaled $259,328,000, an in- 
crease of $53,700,000 compared with the 
preceding year, while for anthracite, they 
totaled $4,053,000 an increase of $567,000 
compared with 1940. Purchases of fuel oil 
in 1941 amounted to $77,517,000 compared 
with $56,895,000 in the preceding year. 
For gasoline, there was an expenditure of 
$5,025,000 in the past year, while for all 
other fuels, including coke, wood, and fuel 
for illumination, expenditures amounted to 
$3,842,000. 

Purchases of forest products amounted 
to $103,771,000 in 1941 compared with $82,- 
185,000 in 1940. For cross ties, including 
switch and bridge ties, the railroads ex- 
pended $56,058,000 in 1941, an increase of 
$3,524,000 above such expenditures in 1940. 
Purchases of lumber, including timber as 
well as other forest products, amounted to 
$47,713,000, which was an increase of $18,- 
062,000 above the preceding year. 

Class I roads, in 1941 purchased iron and 
steel products amounting to $456,147,000 
compared with $315,048,000 in 1940 or an 
increase of $141,099,000. For locomotive 
and car castings, beams, couplers, frames 
and car roofs, the railroads spent $67,501,- 
000 in 1941 compared with $40,852,000 in 
the preceding year. Purchases of steel rail, 
including new and second-hand except 
scrap, amounted to $52,234,000 in 1941 
compared with $45,065,000 in the preceding 
year, while for track fastenings, track 
bolts, spikes, and other such materials used 
in connection with the laying of rails, the 
railroads expended $51,740,000, which was 
an increase of $16,022,000 above the pre- 
ceding year. 

For wheels, axles and tires, the railroads 
expended $36,913,000 compared with $27,- 
390,000 in the preceding year, and for bar 
iron and steel, spring steel, tool steel, un- 
fabricated rolled shapes, wire netting and 
chain, boiler, firebox, tank and sheet iron 
and steel of all kinds their expenditures 
amounted to $49,491,000 compared with $25,- 
875,000 in the preceding year. Purchases 
of interlocking and signal material in 1941 
totaled $21,199,000, and for standard and 
special mechanical appliances for locomo- 
tives, $19,160,000. 

Miscellaneous purchases made by the 
Class I roads totaled $251,591,000 in 1941, 
compared with $183,674,000 in 1940. Com- 
ing under this heading were $37,172,000 for 
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glass, drugs, chemicals, including chemicals 
for timber treatment, and painters’ sup- 
plies; $22,101,000 for lubricating oils and 
grease, illuminating oils, boiler compound 
and waste; $17,616,000 for stationery and 
printing ; $22,918,000 for commissary sup- 
plies for dining cars, camps and restaurants ; 
$20,268,000 for electrical materials; $13,- 
179,000 for ballast ; $9,551,000 for passenger 
car trimmings; and $14,155,000 for loco- 
motive, train and station supplies. 


Pendulum Cars on Test Run 


The Great Northern on April 1 operated 
a test run of the three pendulum cars built 
for that road, the Santa Fe, and Burling- 
ton, respectively, on a round-trip between 
St. Paul and Duluth, with a special party 
of 100 railway executives and prominent 
Twin Cities shippers. The purpose of the 
operation was to demonstrate the riding 
characteristics of these cars, in comparison 
with standard coaches, at speeds ranging 
up to 85 miles per hour. Similar test runs 
at an early date are planned by the other 
two interested railroads. 


Railroad Bridges Set Afire 


Two bridges on the Southern Pacific, 30 
miles northeast of El Centro, Cal., were 
set afire and damaged on March 29. The 
two fires were sighted by the crew of the 
“Argonaut,” and the train, bearing about 
150 passengers, was halted. The bridges 
were about 900 ft. apart. Oil, according 
to reports, was used to set the wood tres- 
tles afire. 

The Northern Pacific and the Chicago, 
Milwaukee, St. Paul & Pacific are inves- 
tigating the possibility of sabotage in con- 
nection with a fire on a trestle at Ellens- 
burg, Wash., on March 26. The damage 
is estimated at $10,000. 


Bill Would Provide Tolls on Inland 
Waterways 


Representative Snyder, Democrat of 
Pennsylvania, has introduced H.R. 6886 
“to provide for tolls with respect to the use, 
for commercial navigation, of the improved 
waterways of the United States, for the 
purpose of reimbursing the United States 
for expenditures made in improving such 
waterways.” 

_ The tolls would be fixed by an Inland 
Waterways Revenue Board which would 
administer the act. Members of the Board 
would be the Secretary of War, the Sec- 
retary of the Treasury, and the Chairman 
of the Interstate Commerce Commission. 


U. S. Chamber Annual Meeting 


Transportation subjects will as usual 
come in for consideration at that annual 
meeting of the Chamber of Commerce of 
the United States which will be in session 
at the Stevens Hotel, Chicago, from April 
27-30. The detailed program has not been 
published, but the general outline of the 
meeting shows transportation listed among 
sub-topics embodied in the opening day’s 
general theme: “War Work of Business 
Organizations—What They Are Doing to 
Help Win.” Also, “Transportation Prob- 
lems of the Emergency” will be discussed 
at one of April 29’s group-luncheon ses- 
sions. 
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Army Traffic Dept. 
Adds to Its Statt 


Metzman of N.Y.C. and Will- 
iamson of Sears included in 
expanded organization 


More effective control of the routing and 
flow of government traffic moving to the 
ports for transshipment overseas is expect- 
ed to result from a reorganization of the 
War Department’s transportation set-up 
which was announced last week. Coordi- 
nation of cargoes with available ships is 
the objective of the reorganization which 
involves the creation of the Liaison Com- 
mittee of Overseas Shipping, and the ex- 
pansion of the present traffic office into a 
Traffic Control office. 

The latter is headed by W. J. William- 
son, who is on leave from his position as 
general traffic manager for Sears, Roe- 
buck & Company. Under Mr. Williamson 
is a rail transportation unit, headed by G. 
Metzman, New York Central assistant 
vice-president ; a water transportation unit, 
headed by J. M. Franklin, former presi- 
dent of the United States Lines; and a 
motor and air transportation unit, headed 
by F. C. Horner, former assistant to the 
chairman of General Motors Corporation. 
Also, Leo J. Coughlin, former vice-presi- 
dent of Tidewater Terminals & Inland 
Warehouses, will have charge of in-transit 
storage depots; while Lieutenant Colonel 
E. C. R. Lasher will be Mr. Williamson’s 
assistant. It is understood that Mr. Wil- 
liamson, and perhaps some of his associ- 
ates, will be commissioned as army offi- 
cers; although Mr. Metzman is expected 
to retain his civilian status. 

Acting in an advisory capacity while 
plans for the new set-up were being pre- 
pared were C. E. Denney, president of the 
Northern Pacific, and W. S. Guy, traffic 
manager of the United States Steel Cor- 
poration. Mr. Guy continues to serve as 
consultant on general traffic problems, while 
Mr. Denney will be general adviser on 
railway matters. 

The Liaison Committee of Overseas 
Shipping will be a four-man board con- 
sisting of representatives of the War De- 
partment, the Office of Defense Transpor- 
tation, the War Shipping Administration, 
and the British Ministry of War Trans- 
port. It will serve as a planning board 
and as an advisory group to Brigadier 
General C. P. Gross and Brigadier Gen- 
eral T. H. Dillon, respectively, chief and 
deputy chief of transportation in the Army’s 
Service of Supply. Mr. Williamson’s 
Traffic Control office comes under Briga- 
dier General Gross. 

Explaining the function of his office, Mr. 
Williamson said that eventually it will 
have jurisdiction over all government ship- 
ments to the ports; and no cargo will be 
moved to a port without a clearance from 
Traffic Control. Traffic Control’s branch 
chiefs and their activities, he explained, are 
all complementary to each other... Colonel 
Franklin as head of the water transporta- 
tion unit has jurisdiction over all matters 
pertaining to the handling of freight at the 
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seaboard, i. e., ships, stevedoring, ware- 
housing, etc. He will cooperate with the 
War Shipping Administration, allocating 
to ports where WSA has boats available 
a sufficient amount of cargo to permit 
prompt and efficient loading. 

Mr. Metzman’s job is one of seeing that 
rail facilities for moving cargoes to the 
proper ports are open and available, while 
Mr. Horner has a like assignment with 
respect to highway and air transport facili- 
ties. With respect to the rail-service re- 
quirements, the plan contemplates that 
Traffic Control will work closely with A. 
H. Gass, manager of the Car Service Di- 
vision’s Military Transportation Section. 
Mr. Coughlin, as indicated above, will ar- 
range for any in-transit storage which may 
be required; Traffic Control will not han- 
dle the Army’s dead storage arrangements 
—generally its authority over shipments 
runs from the time they leave dead stor- 
age until they are aboard vessels. 


Money for Rivers and Harbors 


The Senate last week passed H.R. 6736, 
the War Department Civil Functions Ap- 
propriations Bill, which carries appropria- 
tions for rivers and harbors work during 
the fiscal year ending June 30, 1943. The 
rivers and harbors total in the Senate ver- 
sion is $66,802,500, the upper body having 
added to the House’s $52,502,500, an item 
of $9,300,000 for the construction of the 
new lock on the St. Marys river at Sault 
Ste. Marie, Mich. The bill is now in con- 
ference where differences between the 
House and Senate versions will be ironed 
out. 


T. P. & W. Back to Normal 


Traffic on the Toledo, Peoria & Western 
is about back to normal, according to John 
W. Barriger, federal manager. President 
Roosevelt, on March 21, ordered the Office 
of Defense Transportation to take over 
the railroad and on the following day, rep- 
resentatives of Director Eastman began 
arrangements to take over the railway. 
The road will be operated for as brief a 
time as possible by the Director of Defense 
Transportation and the federal manager 
“in such manner as may be necessary for 
the successful prosecution of the war, 
through or with the aid of such public or 
private agencies, persons or corporations 
as may be designated.” 

When the government took over the 
railroad, striking employees were. ordered 
to return to work as of 12:01 a.m. on 
March 25, with the exception of those who 
engaged in alleged or proven unlawful 
conduct or similar activity since the strike 
started. Conferences were held between 
the brotherhoods and Mr. Barriger to de- 
termine the “exceptions” and the list finally 
narrowed down to five who will not be 
reinstated. Among the 55 members of 
the Brotherhood of Railroad Trainmen who 
went out on strike, 50 will probably be 
reinstated. -Of the five, one went into 
military service, two others went back to 
work after a month and two others are 
regarded as exceptions under the federal 
manager’s order. Of the 45 members of 
the Brotherhood and Railroad Firemen & 
Enginemen, who were called out on strike, 
about 40 will be reinstated. Of these five, 
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two remained at work, another applied for 
a pension, another was reinstated on an- 
other railroad, and the fifth left Peoria. 
The men returned to work under condi- 
tions which existed before the strike was 
called on December 28, 1941. The Brother- 
hood of Locomotive Firemen & Enginemen 
and the Brotherhood of Railroad Trainmen 
have served formal notices on the federal 
manager of a demand for standard working 
rules and the rates of pay contained in the 
Emergency Board agreement last fall. Up 
to the present time the War Labor Board 
has not announced whether new contracts 
with the Brotherhoods will be negotiated. 


Brandt Becomes Associate Director 
of ODT Rail Transport Division 


Harry G. Brandt, general manager of 
the Santa Fe Trail Transportation Com- 
pany, affiliate of the Atchison, Topeka & 
Santa Fe, has been appointed an associate 
director of the Office of Defense Transpor- 
tation’s Division of Railway Transport 
which is headed by V. V. Boatner. Main- 
taining headquarters at Chicago. Mr. 
Brandt will be “in charge of rail-truck co- 
ordination in the Western region;” he 
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will work “in cooperation with staff mem- 
bers of the Division of Motor Transport.” 

The same announcement revealed that 
W. C. Kirby, supervisor of yards and 
terminals for the Seaboard Air Line, at 
Norfolk, Va., has been appointed terminal 
assistant to J. M. Hood, the Division of 
Railway Transport’s associate director in 
charge of the Southern region. Also, the 
appointment of O. C. Castle as assistant 
director of the Division (see Railway Age 
of March 28, page 669) was officially an- 
nounced, the announcement stating that 
Mr. Castle will be in charge of freight 
service—maintaining “a close check on 
railroad freight operations. with a view to 
improving efficiency through heavier load- 
ing of cars, pooling of equipment, and other 
expedients.” 

Associate Director Brandt was born at 
Wichita, Kan., on December 4, 1886, and 


he entered railroad service in November, 
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1906, as a stenographer to the Santa Fe 
trainmaster at Dodge City, Kan. There- 
after he served until March, 1911, as sec- 
retary to the superintendent, to the general 
superintendent, and to the assistant general 
manager. After next serving for a year in 
clerical positions in the general superin- 
tendent’s office, Mr. Brandt, in October, 
1912, became chief clerk to the assistant 
general manager at Amarillo, Texas. He 
remained in that position until July, 1926, 
when he became trainmaster ; and he served 
in that capacity until he became assistant 
general manager of the Santa Fe’s De- 
partment of Highway Motor Transport on 
July 1, 1936. In January 1, 1939, Mr. 
Brandt was appointed general manager of 
the Santa Fe Trail Transportation Com- 
pany, the position he was holding at the 
time of his present appointment to the ODT 
staff. 


Chicago Traffic Club Elects Officers 


At the annual meeting of the Traffic 
Club of Chicago, on March 26, the follow- 
ing officers were elected for the ensuing 
year: President, A. H. Schwietert, traffic 
director of the Chicago Association of 
Commerce; first vice-president, E. B. Fin- 
egan, chief traffic officer of the Chicago, 
Milwaukee, St. Paul & Pacific; second 
vice-president, S. L. Felton, general traffic 
manager of the Acme Steel Company; 
third vice-president, J. H. Burke, vice- 
president and general manager of Chicago 
Tunnel Transportation Company; secre- 
tary, George H. Weiss, shipping editor of 
the Chicago Journal of Commerce; and 
treasurer, R. J. Wallace, traffic manager 
of the Jaques Manufacturing Company. 


I. C. C. Would Suspend Minimum 
Motor Rate Orders 


Parties to four general proceedings wher- 
in the Interstate Commerce Commission 
has prescribed minimum motor carrier rates 
have been ordered by the commission to 
show cause in writing on or before April 27 
why the effectiveness of the minimum-rate 
orders should not be suspended. The pro- 
ceedings are Ex Parte No. MC-20, Trunk 
Line Territory Motor Carrier Rates; Ex 
Parte No. MC-21, Central Territory 
Motor Carrier Rates; Ex Parte No. MC- 
22, New England Motor Carrier Rates; 
and Ex Parte No. MC-23, Midwest Motor 
Carrier Rates. 

The identical orders in all four cases note 
that there has been “a substantial ac- 
complishment” of the minimum-rate orders’ 
purpose, i. e., the halting of “destructive 
rate cutting.” Thus, the orders added, the 
motor carriers involved “should be per- 
mitted to propose necessary changes in their 
rates without waiting for a modification of 
the minimum rate order upon petition.” 


Separate Bill for Florida Canal 


Senator Pepper, Democrat of Florida, has 
introduced S.2426 which would authorize 
the President to construct the Florida Ship 
Canal and “temporary pipe-line facilities” 
across Florida. Discussing the measure in 
the Senate on March 31, Mr. Pepper as- 
serted that, pending completion of the canal, 
the pipe-line facilities would connect the 
Gulf of Mexico and Atlantic ‘intracoastal 
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waterways and provide facilities for the 
transportation of petroleum products to 
the Eastern-seaboard area. 

The Senator recalled that the Florida 
canal would be authorized by the pending 
billion-dollar rivers and harbors bill; but 
he added that the latter “seems to be mak- 
ing not too speedy headway in the House.” 


Freight Car Loadings 


Loadings of revenue freight for the week 
ended March 28 totaled 804,746 cars, the 
Association of American Railroads an- 
nounced on April 2. This was an increase 
of 8,106 cars or one per cent above the 
preceding week, an increase of 10,943 cars 
or 1.4 per cent above the corresponding 
week last year, and an increase of 175,825 
cars or 28 per cent above the comparable 
1940 week. 

As reported in last week’s issue, load- 
ings of revenue freight for the week ended 
March 21 totaled 796,640 cars, and the sum- 
mary for that week, compiled by the Car 
Service Division, A. A. R., follows: 

Revenue Freight Car Loading 
For Week Ended Saturday, March 21, 1942 
1942 1941 











District 1939 
Eastern ...... 165,814 174,468 137,026 
Allegheny ..... 181,780 174,266 125,580 
Pocahontas .... 54,021 54,699 44,799 
Southern ...... 127,361 120,105 99,965 
Northwestern .. 88,017 85,499 71,987 
Central Western 115,250 109,744 96,151 
Southwestern .. 64,397 51,203 44,867 
Total Western 

Districts .... 267,664 246,446 213,005 
Total All Roads 796,640 769,984 620,375 

Commodities 
Grain and grain 

products 35,608 36,913 31,441 
Live stock .... 10,445 10,817 10,797 
| Se 152,907 167,512 118,764 
of) ee 14,074 14,061 8,54 
Forest products. 47,469 38,886 33,346 
ee Sa 15,963 14,226 10,501 
Merchandise l.c.l. 145,078 158,661 147,685 
Miscellaneous .. 375,096 328,908 259,301 
March 21 ..... 796,640 769,984 620,375 
March 14 799,356 759,607 619,388 
March 7 ..... 770,697 742,617 620,596 
February 28 ... 781,419 756,670 634,636 
February 21 ... 774,595 678,523 595,383 





Cumulative Total, 
12 Weeks ... 9,347,739 8,593,182 7,541,609 
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In Canada. — Carloadings for the week 
ended March 21 totaled 64,879, as compared 
with 62,795 in the previous week and 56,090 
in the corresponding week last year, accord- 
ing to the summary of the Dominion Bureau 
of Statistics. 


Total Total Cars 
Cars Rec’d from 
Loaded Connections 
64,879 33,684 


Total for Canada: 
March 21, 1942 ..... 


March 14, 1942 ..... 62,795 33,114 

March 7, 1942 ...<% 62,137 33,609 

March 22, 1941 ..... 56,090 29,749 
Cumulative Totals for Canada: 

March 21, 1942 ..... 734,926 379,769 

March 22, 1941 ..... 642,823 340,857 

March 23, 1940 ..... 560,913 289,118 


Express Agency Denied Truck 
Route 


The Interstate Commerce Commission, 
Division 5, has denied the application of the 
Railway Express Agency, Inc., for a certifi- 
cate authorizing common-carrier trucking 
operations over a 136-mile route between 
Cincinnati, Ohio, and Lima. R. E. A. sought 
to establish the trucking service to handle 
express shipments formerly moved on Bal- 
timore & Ohio trains which have been 
speeded up to the point where the express 
could not be loaded or unloaded during the 
brief stops made for passengers. 

The commission found, however, that 
with three other daily passenger trains op- 
erating in each direction between Cincinnati 
and Lima, the express service between those 
points remains adequate. 


Safety Section Cancels Annual 
Meeting 

The Safety Section of the Association of 
American Railroads will hold no formal 
annual meeting in 1942 “on account of 
existing conditions confronting the rail- 
roads.” The committee of direction has 
voted to extend automatically the terms of 
office of the chairman and vice-chairman 
and members of the committee one year. 
The usual reports of the separate standing 
committees will be prepared and distributed 
on or about June 1. Likewise, the usual 
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regional safety meetings will not be held 
this year for the same reasons which make 
it desirable to cancel the annual meeting of 
the Section itself. 

The safety poster issued by the Section 
for May pictures a fast freight train and 
bears the slogan “Keep Them Moving 
Safely.” 


Atlantic Shippers to Meet April 8-9 


The Atlantic States Shippers Advisory 
Board will hold its 58th regular meeting 
at the Benjamin Franklin Hotel, Philadel- 
phia, Pa., on April 9 at 9:30 a.m. The 
tentative docket includes, in addition to 
regular committee reports, a discussion of 
“Sailing Days or Consolidation LCL Mer- 
chandise Cars” and a discussion from the 
floor on possible inconveniences due to ab- 
sence of banking facilities during week- 
ends. At a special luncheon that day, 
sponsored by the Traffic Club of Philadel- 
phia and the Chamber of Commerce, Joseph 
B. Eastman, director, Office of Defense 
Transportation, will be the principal 
speaker. On the evening of the previous 
day a special freight loss and damage pre- 
vention committee will hold an open meet- 
ing to which employers of shippers, re- 
ceivers and carriers are invited. 


Illinois Manufacturers Opposed to 
Land -Grant Rates 


The Illinois Manufacturers” Association, 
on March 26, sent a resolution to Illinois 
members of Congress and to the Associa- 
tion of American Railroads, urging the 
elimination of reduced freight rates on na- 
val and military shipments. The resolu- 
tion emphasized that: (1) difficult finan- 
cial coriditions of carriers make the cessa- 
tion of land grant rates in the public in- 
terest; (2) land grant rates are a subsidy 
to the public, paid at the expense of those 
shipping or traveling by rail; (3) the eli- 
mination of the rates will relieve the ship- 
ping and traveling public of the burden of 
higher rates; (4) the recent wage increases 
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granted by the railroads are not counter- 
balanced by a percentage of freight rate 
increases granted by the Interstate Com- 
merce Commission. 


A.A.R. Directors Meeting 


Directors of the Association of Ameri- 
can Railroads held their regular monthly 
meeting in Washington, D. C., on March 
27. Following the meeting no statement 
was issued as to the proceedings, but it is 
understood that they included what have 
become the usual discussion of problems 
in connection with the lack of adequate ma- 
terials for new equipment and ways and 
means of improving equipment utilization. 

Joseph B. Eastman, director of the Of- 
fice of Defense Transportation, and V. V. 
Boatner, director of ODT’s Division of 
Railway Transport, attended the meeting. 
It is understood that they were getting the 
views of the railroad executives as to the 
present equipment situation, preparatory 
to making final estimates to the War Pro- 
duction Board on a program for the last 
eight months of this year. 


Resources Board Report 


The National Resources Planning Board 
has issued in printed form its National Re- 
sources Development Report for 1942. 


This is the document which embodies the 
chapter on, “Transportation Problems and 
Future Development,” wherein government 
ownership in the post-war period of “all 
rights-of-way” of transportation agencies 
is called an “urgent need” if a “properly 


conceived modernization of the transport 
plant as a whole” is to be achieved. 

That transportation discussion was re- 
viewed at length in the Railway Age of 
January 24, page 252, the report having 
been sent to Congress by President Roose- 
velt at that time. The report as a whole, 
the Board’s press release said, outlines “the 
broad objectives of post-war planning for 
full employment, higher living standards 
and economic security.” 


Accounting Classifications 
Amended 


Railroads must divide their profit and 
loss accounts between earned surplus and 
unearned surplus, beginning January 1, 
1943, under an order of the Interstate Com- 
merce Commission dated March 12. The 
order further provides for cancellation of 
the account titled “Grants in aid of con- 
struction” and the establishment in lieu 
thereof of a new account numbered 70214B, 
“Donations and grants,” which will appear 
on the asset side of the balance sheet and 
be deducted from property investment ac- 
counts in arriving at the net investment in 
transportation property; consolidation of 
appropriations of income and surplus in one 
account, styled “Appropriated surplus ;” and 
revision of the instructions with respect to 
the treatment of premium and discount on 
capital stock. Also, it makes other techni- 
cal changes in the accounting classifications. 


May Ask Virginian to Run 
Workers’ Trains 


The Virginian may be asked to operate 
several commuters’ trains between the na- 
val operating base at Norfolk, Va., and 
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suburban points, according to the Norfolk 
Association of Commerce, which discussed 
the proposal at a recent meeting. The 
railroad would operate trains serving South 
Norfolk, Campostella, Chesterfield Heights, 
Ballentine Place, Fox Hall, Fairmount 
Park and Estabrook to the naval operat- 
ing base, which is adjacent to the Vir- 
ginian’s tidewater coal terminal at Sew- 
alls Point. The main line of the Virginian 
circles the city limits of Norfolk between 
the suburban points noted and the naval 
base and does not encounter the congestion 
of the city. The road now operates one 
through passenger train daily in each di- 
rection, originating at the terminal station 
in Norfolk’s business center. 


Car Service Division Creates Tank 
Car Section 

Creation of a Tank Car Section of the 
Car Service Division was announced this 
week by the Association of American Rail- 
roads. The new section was created “be- 
cause of the increasing importance in this 
country of rail transportation of oil and 
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other commodities requiring tank cars due 
to the present emergency;” its manager 
is William E. Callahan, who has been as- 
sociated with the Car Service Division 
since 1916. 

“Mr. Callahan’s duties,” the A. A. R. 
announcement said, “will be to advise and 
assist tank car lines, oil companies and 
shipper owners of tank cars in obtaining 
still greater utilization of tank cars and 
expediting still further their movement. 
He will also maintain close contact with the 
Office of Petroleum Coordinator and other 
government agencies directly concerned 
with the transportation of products handled 
in tank cars. 

“Up to the present emergency, petroleum 
and petroleum products were largely trans- 
ported by tankers and pipe lines. Transfer 
of tankers to other services, however, has 
resulted in a great deal of this traffic being 
transferred to the railroads. Practically 
all tank cars, with the exception of about 
9,000 which belong to the railroads, are 
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owned by private tank car and oil com- 
panies.” 

Mr. Callahan was born November 8, 
1893, at Branford, Conn. He was educated 
at Branford High School and La Salle 
Extension University, entering railroad 
service in May, 1912, as a clerk on the 
New York, New Haven & Hartford. Two 
years later Mr. Callahan became agent for 
the same road at West Haven, Conn., and 
he thereafter served as traveling agent from 
August, 1915, until December, 1916. On 
the latter date he became traveling inspector 
for the American Railway Association, re- 
maining in that position until May, 1918, 
when he began a period of service in the 
U. S. Army which continued until July, 
1919. Mr. Callahan then returned to the 
A. R. A., serving in turn as chief clerk at 
Washington, traffic representative at Los 
Angeles, Calif., and Jacksonville, Fla., and 
again as chief clerk at Washington. He 
was in the latter position on April, 1931, 
when he became district manager for the 
Car Service Division at Cincinnati, Ohio. 
Mr. Callahan remained in Cincinnati until 
September, 1941, when he became office 
manager for the Car Service Division at 
Washington, the position he was holding at 
the time of his appointment as manager of 
the Tank Car Section. 


P. R. R. Gets Truck Route 


The Interstate Commerce Commission, 
Division 5, has granted the Pennsylvania 
Truck Lines, affiliate of the Pennsylvania, 
a certificate authorizing common-carrier 
trucking operations “between the junction 
of U. S. Highways 30 and 35 and Hamlet, 
Ind.,” approximately two miles. “The pro- 
posed extension,” said the decision, “is de- 
signed to connect the route into Fort 
Wayne with that between Chicago and 
Cincinnati and thereby shorten the dis- 
tances in applicant’s operation between 
Chicago, on the one hand, and numerous 
points in Indiana, Michigan, Ohio, and 
Pennsylvania, on the other, and make it 
possible for applicant to offer an over- 
night service between such points as com- 
pared with second-morning delivery over 
the present route through Indianapolis, and 
to render a coordinated rail-motor service 
at certain points west of Plymouth, Ind.” 


Would Eliminate Unnecessary 
Farm-Truck Mileage 


A plan under which farmers of a com- 
munity will be asked to plan their market- 
ing together and eliminate unnecessary 
truck mileage is being worked out by the 
Division of Motor Transport, Office of De- 
fense Transportation, in cooperation with 
the U. S. Department of Agriculture and 
other governmental agencies. 

Pooling of equipment and cooperative 
hauling of products and supplies is the key- 
stone of the plan by which, ODT officials 
believe, farm truck mileage can be reduced 
from 35 to 50 per cent. Under the plan, 
which at present depends upon voluntary 
action, farmers will be asked to: (1) Keep 
their trucks in the best possible mechanical 
condition; (2) eliminate unnecessary use 
of vehicles; (3) cooperate in transporta- 
tion pools with their neighbors; (4) revise 
marketing and buying programs as neces- 
sary. Included in the plam are farmers, 
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market gardeners, fruit growers, milk pro- 
ducers, livestock haulers and others en- 
gaged in transportation of farm products 
who’ operate a total of 1,500,000 motor 
trucks. 


Standard Cars Approved by Letter 
Ballot 


As instructed by the Board of Directors 
of the Association of American Railroads, 
the Mechanical division Committee on Car 
Construction, in co-operation with the 
American Railway Car Institute, has de- 
veloped designs covering standard A. A. R. 
box and automobile-box cars having inside 
dimensions of length, 50 ft. 6 in.; width, 9 
{t. 2 in.; height at eaves, 10 ft. 6 in. These 
are steel-sheathed, wood-lined cars, the box 
car having alternate arrangements for clear 
side door openings of 6 ft., 7 ft., and 8 ft., 
respectively. The automobile-box car has 
a 15-ft. clear side door opening, with al- 
ternate arrangement for an end door. These 
box car designs were submitted to letter 
ballot in a circular dated February 24, 
1942, and, as a result of a strongly favor- 
able vote, have been approved by the asso- 
ciation for inclusion in a supplement to the 
Manual of Standard Practice of the Me- 
chanical division. 


Roads Attack Seatrain Decision 


Fifteen railroads filed suit in the federal 
district court at Newark, N. J., on March 
26 attacking the legality of a decision of 
the Interstate Commerce Commission, dated 
October 13, 1941, authorizing them to 
charge only straight per diem for cars of 
their ownership in possession of Seatrain 
Lines, Inc., on ocean vessels between Ho- 
boken, N. J., Havana, Cuba, New Orleans, 
La., and Texas City Tex. The application 
filed in connection with the suit included a 
request for a three-judge federal court. 

The railroads, which were defendants in 
I. C. C. No. 25728, Hoboken Manufac- 
turers Railroad Company v. Abilene & 
Southern Railway Company et al., and No. 
25878, New Orleans & Lower Coast Rail- 
toad Company v. Akron, Canton & Youngs- 
town Railway Company et al., contended 
that per diem rates to Seatrain should con- 
template that the water carrier which has 
no cars of its own, should bear its full 
share of car ownership during idle and 
unproductive time. 


Makes Midwest Facilities Available 
for Oil Transport to East 


Petroleum Coordinator Ickes on March 
31 approved and ordered into effect a 
plan under which oil transportation fa- 
cilities of the Middle West will be made 
available at once for the movement of pe- 
troleum and petroleum products to the 
Atlantic Seaboard area. The main ob- 
jective of the plan, the Ickes announcement 
said, “is to make possible the release of 
tank cars now being used only within the 
district, for service in moving petroleum 
and its products to the large Eastern con- 
suming area.” 

The coordinator directed the elimination 
of all tank car movements from Middle 
West refinery, water and pipe-line ter- 
minals, to all points within 100 miles of 
such terminals, and the substitution of tank 
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truck facilities. Other provisions of the plan 
contemplate loading and unloading of tank 
cars and tank trucks on a seven-day week, 
24-hr. per day basis; and making arrange- 
ments for common use at all water, pipe- 
line and refinery terminals, of any idle tank 
cars or tank trucks regardless of owner- 
ship. Another specific direction is that the 
petroleum industry reverse pipe lines so 
that instead of moving oil south or west 
they will move it north or east. 

In addition to using all transportation 
facilities to maximum efficiency, Mr. Ickes 
said that the petroleum industry will re- 
organize oil movements through a whole- 
sale series of exchanges, loans, and sales 
of supplies. 


Greyvan Lines “Grandfather” 
Rights 

Passing upon “grandfather” clause ap- 
plications of the Greyvan Lines, the Inter- 
state Commerce Commission has granted 
to that company a common-carrier certifi- 
cate authorizing the transportation of 
household goods between points in 38 states 
and the District of Columbia. 

The same decision also grants certain 
other rights covering the transportation of 
cash registers and parts thereof, bakery 
equipment, dishwashers, scales and parts 
thereof, and food mixing and cutting ma- 
chines. In the latter connection, Greyvan 
had sought authority to handle additional 
commodities, and Commissioner Mahaffie, 
who filed a concurring-in-part expression, 
would have granted the applicant’s request 
for authority covering the transportation 
of “domestic, institutional, office and com- 
mercial furniture, furnishings, appliances, 
equipment, displays, machines, surgical in- 
struments, musical instruments, fittings, 
fixtures, parts and supplies.” 


Eastern Roads Cut Service Men’s 
Meal Charges 


Members of the armed forces, when in 
uniform and traveling at their own ex- 
pense, will be granted a 10 per cent re- 
duction on meals served in dining cars, 
cafe-coaches, lunch and counter cars of 18 
Eastern roads, according to a joint an- 
nouncement on March 31 by C. L. Hunter, 
chairman, Passenger department, Trunk 
Line Association, and C. A. Fox, chairman, 
Central Passenger Association. Effective 
April 1, the reduction will apply to indi- 
vidual servings of food and beverages 
amounting to 50 cents or more. In order 
that those eligible may be advised of the 
reduction, suitably worded announcements 
will be handed to uniformed men when 
taking their seats at tables or counters. 

Corresponding regulations will be made 
effective by the Pullman Company in its 
broiler-cafe cars and other Pullman equip- 
ment affording meal service operated on 
the railroads named above. The reduction 
will not apply to purchases of cigarettes, 
cigars or bottled beverages. 


Pacific Northwest Board Meeting 


Shippers of the Pacific Northwest will 
require 251,235 more railroad cars for the 
second quarter of 1942 than they used dur- 
ing the same period last year, it was fore- 
cast at the sixteenth annual meeting of the 
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Pacific Northwest Shippers Advisory 
Board at Portland, Ore., on March 27. 
This is an increase of 14.3 per cent or 
349 cars per day, and will bring the total 
number of cars loaded daily to 2,791. 

Plans for handling the additional busi- 
ness include the formation of shippers com- 
mittees at sixteen principal shipping points 
in the Northwest to secure greater effi- 
ciency in the use of cars. Additional local 
car efficiency committees are being formed 
at other points. 

Officers elected for the ensuing year are 
as follows: President, K. C. Batchelder, 
traffic manager of the West Coast Lumber- 
men’s Association, Seattle, Wash.; vice- 
president, Gordon Tongue, secretary-treas- 
urer of the Superior Portland Cement 
Company, Seattle; executive secretary, H. 
D. Smith, western traffic manager of the 
Weyerhauser Sales Company, Tacoma; 
and secretary, F. T. Westmeyer, district 
manager of the Car Service division of the 
Association of American Railroads, Seattle. 


High Court to Pass Upon Railway 
Labor Act 


The United States Supreme Court at its 
March 30 session decided to review the 
constitutionality of the Railway Labor Act. 
The case under consideration by the Court 
was the Washington Terminal Company 
versus Boswell, and it had been brought 
by the terminal company against certaiu 
of its employees in an attempt to test the 
National Railroad Adjustment Board’s 
power to interpret so-called “feather bed 
rules.” 

Specifically, the Supreme Court has de- 
cided to pass upon a ruling of the United 
States Court of Appeals for the District 
of Columbia which held that the findings 
of the Adjustment Board are not subject 
to judicial review by the federal district 
courts or circuit courts of appeals. (See 
Railway Age of November 22, 1941, page 
888. ) 

In noting that the writ of certiorari had 
been granted, the Supreme Court said that 
“the court hereby certifies to the Attorney 
General of the United States that the con- 
stitutionality of the Railway Labor Act is 
drawn in question in this cause.” 


Transport Board Seeks Material for 
Interterritorial Rate Study 


The Transportation Board of Investiga- 
tion and Research has sent a letter to 
parties known to be interested in the inter- 
territorial freight rate study recently un- 
dertaken by the Board suggesting that they 
may desire to acquaint the Board with 
their views on the problem and to submit 
factual data pertinent to the inquiry. A 
general invitation is extended to any other 
parties to submit similar material if they 
so desire. 

The interterritorial freight rate study will 
be nation-wide in scope, and will include 
both class and commodity rates. The Board 
would like to obtain information relating to 
the following matters: Nature and volume 
of interterritorial freight movements ; aver- 
age rate levels in the different rate ter- 
ritories; comparative rate levels on par- 
ticular commodities in the several rate terri- 
tories; methods of constructing interterri- 
torial rates and their relation to intraterri- 
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torial rates; relative cost of providing 
transportation service in the different rate 
territories; and the economic effects of 
regional differences in rate levels, of re- 
gional differences in distribution of the 
transportation burden between different 
commodities, and of the methods of con- 
structing interterritorial rates. 

It is desired that such material be sub- 
mitted to the Board as soon as possible, 
but not later than June 1. 


Voorhis Bill on Post-War Planning 
Is Reported 


The House of Representatives committee 
on labor has reported favorably to the 
House the joint resolution (H. J. Res. 
291) introduced by Representative Voor- 
his, Democrat of California, to establish a 
National Commission for Post-War Plan- 
ning. 

The commission would consist of five 
members of the Senate appointed by the 
president of the Senate; five members of 
the House appointed by the speaker; and 
24 members appointed by the President. 
Presidential appointees would include three 
from the executive branch of the govern- 
ment; three from organizations of farm- 
ers; three from labor organizations; three 
from business and industry; one from or- 
ganizations of banks and financial institu- 
tions; three from church organizations; 
two from educational associations; three 
from organizations of consumers, “at least 
two of whom shall be from associations of 
consumer cooperatives”; one from public 
health and welfare associations; one “out- 
standing economist”; and one “outstanding 
industrial engineer.” 


T. P. & W. Employees File Motion 
for New Trial 


A motion for a new trial for three men 
found guilty last week of contempt of 
court, based on violation of an anti-violence 
injunction issued by the federal district 
court to striking workmen of the Toledo, 
Peoria & Western, was filed on March 31. 
The men were found guilty by a jury on 
March 26, Attorneys for the respondents, 
in asking that the jury’s verdict be set 
aside, claim the court erred in reading to 
the jury instructions “reduced to writing 
and to which exception was taken by the 
respondents.” They further claimed that 
the verdict is contrary to law and evidence, 
that the evidence was not sufficiently com- 
petent, and that the court erred in not 
granting the respondents’ motions to dis- 
charge the rules to show cause why they 
should not be held in contempt. 

In the trial on March 26, of Paul Bro- 
kaw, publicity agent for the Brotherhood 
of Locomotive Firemen and Enginemen; 
Delmar Newdigate, local chairman of the 
Brotherhood of Railroad Trainmen, and H. 
J. Dilley, a former T. P. & W. fireman, a 
jury of five women and seven men re- 
turned a verdict of guilty in twenty-seven 
minutes. The defendants were charged 
with conspiring to blow up a bridge during 
the strike. 

In its petition, the railroad contended 
that William Wheeler was hired for $1,270 
to blast the road’s Walnut creek bridge, 
west of Eureka and a half mile north of the 
highway crossing Walnut creek, the night 
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of January 27. In his affidavit and testi- 
mony Wheeler said that Dilley communi- 
cated. with him regarding the blasting of 
the bridge on January 26, that Brokaw paid 


. him the money and that Newdigate ac- 


quainted him with the surroundings of the 
bridge to be dynamited. 

Two additional strikers, Hustler Wilson 
and Frank W. Lucas, will go on trial for 
contempt on April 13, it having been 
charged that they are responsible for vari- 
ous acts of violence occurring after the 
injunction was issued in the federal court. 
George P. McNear, president of the rail- 
road; H. H. Best, superintendent; and R. 
B. Gifford, trainmaster, will be arranged 
in the district court at Peoria, on April 6, 
charged with having violated provisions of 
the National Railway Labor Act. 


ODT Appointments 


A. V. Bourque, executive secretary of 
the Tank Car Service Committee with 
headquarters at Chicago, and Samuel Eld- 
er, Boston, Mass., and Washington, D. C., 
attorney, who assisted in the collection of 
data for the industry report on petroleum 
transportation to the Temporary National 
Economic Committee, have been appointed 
consultants to Fayette B. Dow, Office of 
Defense Transportation assistant on pipe 
lines, tankers, tank cars, and tank trucks. 
Harry D. Crooks, president of Crooks Ter- 
minal Warehouses, Inc., Chicago, who was 
a consultant to former Defense Transpor- 
tation Commissioner Ralph Budd, has been 
appointed consultant in ODT’s Division of 
Storage. 

Charles T. Ripley, chief engineer, Tech- 
nical Board of the Wrought Steel Wheel 
Industry, has been named a consultant on 
Diesel engine propulsion equipment in the 
Section of Materials and Equipment. Mr. 
Ripley took over that assignment in addi- 
tion to his present job as consultant on 
steam, Diesel and electric locomotives, 
when the original appointee—H. L. Ham- 
ilton, manager of the Electro-Motive Divi- 
sion of the General Motors Corporation— 
was unable to accept the position. 


Where Will the 
Wheat Crop Go? 


(Continued from page 707) 
wheat now in storage could give no re- 


assurance. He defended the “ever-normal 
granary” plan, which—plus the cutting off 
of much of the export trade—is responsible 
for the present situation, but advanced no 
ideas as to how the storage jam could be 
relieved. He stated that the Department 
of Agriculture was making a survey of all 
available storage space, the results of which 
would shortly be made public, and an- 
nounced that the committees on grain stor- 
age information that proved valuable last 
year would be re-established. Last year, 
there was considerable additional storage 
space erected, but shortage of materials 
has now stopped this. 

Colonel J. M. Johnson, member of the 
Interstate Commerce Commission, stated 
that apparently there was no problem this 
year so far as the ‘transportation of wheat 
was concerned, as, with the elevators 
glutted, the wheat could not be moved in 
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any quantities. “Storage,” he said, “is 4 
part of transportation, but transportation js 
not a part of storage. We are not going 
to store wheat in railroad cars and certain 
practices of previous years of misusing cars 
so as to avoid demurrage will be eliminated, 
Not a single car of wheat will be loaded 
that won’t go straight through to destina- 
tion.” 

L. M. Betts, manager, Closed Car section, 
Car Service division, A.A.R., emphasized 
the fact that freight cars cannot and will 
not be used for grain storage. “Railroad 
car supply,” he said, “must be kept liquid 
for war transportation needs. Cars simply 
cannot be provided for loading grain or 
any other commodity unless the railroads 
are certain that they will be promptly un- 
loaded at destination. This means that, 
unless there is a marked improvement in 
the grain storage situation between now 
and harvest time, it will be necessary to 
enforce regulations under which no cars 
of either new or old wheat can be loaded 
unless assurance can be given that space 
in terminal elevators has been assigned to 
the grain. Railroads repeat their pledge 
of last year that they will provide cars for 
the movement of every bushel of wheat 
that can be unloaded promptly at billed 
destination.” 


WPB Names Co-ordinator for 
Rubber 


Appointment of Arthur B. Newhall as 
co-ordinator for rubber, with broad powers 
to direct and integrate all current programs 
dealing with the use, control or production 
of natural and synthetic rubber, was an- 
nounced March 31 by Donald M. Nelson, 
chairman of the War Production Board. 

Subject to the direction of the chairman, 
Mr. Newhall will, among other duties, de- 
termine policies and standards to govern 
priorities and allocations with respect to 
rubber, including both allocations as be- 
tween essential civilian needs and other 
broad classes of demand and _ allocations 
among particular civilian needs; and co- 
ordinate the rationing of rubber tires and 
tubes by the Office of Price Administration 
with activities within the WPB relating to 
rubber. 

Prior to his present appointment, Mr. 
Newhall was serving as chief of the Rub- 
ber and Rubber Products Branch, Division 
of Industry Operations. He is on leave 
from his position as executive vice-president 
of Talon, Inc., of Meadville, Pa.; until 
1939 he was executive vice-president of 
the Goodrich Tire and Rubber Company. 


Ask I. C. C. to Lift Illinois Bar to 
Rate Increases 


Following suspension of increases in in- 
trastate freight rates in Illinois by the Il 
linois Commerce Commission, railroads 1 
that state petitioned the Interstate Com- 
merce Commission, on March 28, for an 
order which would place the rates author- 
ized by that body in effect between points 
within the state. The move was taken after 
the Illinois Commerce Commission, in 2 
surprise action on March 26, suspended the 
new intrastate tariffs for 120 days pending 
further hearings. Otherwise, the tariffs 
would have become effective on April 13. 
The petition of the carriers pointed out that 
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the state commissions of Indiana, Iowa, 
Kentucky, Michigan and Missouri had 
granted increases in the intrastate freight 
rate levels, and that these increases are all 
in effect, except in Iowa, where the ef- 
fective date has been set for April 6. Mean- 
while, the petition claimed, the present in- 
trastate freight rates in Illinois which the 
Illinois Commerce Commission is keeping 
in effect, yield about $3,000,000 less a year 
in revenues than the total sought in the 
rate boosts. 

“In creating this situation,” the petition 
read, “the action of the Illinois commission 
causes an undue, unjust and unreasonable 
discrimination against interstate com- 
merce.” 


All-Commodity Rates, Butte, Mont., 
to Spokane, Wash. 


Establishment of an all-commodity rate 
of 90 cents per 100 Ib., minimum 5,000 Ib., 
for application between Butte, Mont., and 
Spokane, Wash., has been approved by the 
Interstate Commerce Commission, Division 
2. Present first to fourth class rates range 
from 166 cents to 100 cents per 100 Ib. 

The decision revealed that the all-com- 
modity rate represents an effort by the rail- 
roads to obtain traffic of freight forwarders 
moving between Butte and Spokane. Hav- 
ing insufficient traffic for carload shipments 
from Chicago to Spokane, the forwarders 
have been shipping Chicago - Spokane 
freight under all-commodity rates in cars 
containing traffic destined for Butte. From 
the latter point the Spokane traffic has 
been transported by motor truck. Before 
proposing the all-commodity rate of 90 
cents, the railroads “ascertained that cer- 
tain motor common carriers had entered 
into special arrangements with the freight 
forwarders, whereby the traffic from Butte 
to Spokane was handled by those motor 
carriers at a division of 90 cents out of the 
through charge of the forwarder from the 
point of origin to Spokane, in which the 
motor carriers participated with the for- 
warders.” Leading up to its conclusion 
approving the railroad tariffs, the commis- 
sion observed that “it is of importance” 
that the through charge of the forwarders 
out of which protesting truck lines “derive 
a ‘split’ or division is wholly unregulated.” 

The majority report represents the views 
of Commissioners Aitchison and Splawn, 
the dissent of Commissioner Alldredge be- 
ing noted. 


MOP Security Holders Reject 
Revamping Plan 


Security holders of the Missouri Pacific 

have voted to reject the Interstate Com- 
merce Commission’s final plan of reorgani- 
zation for this company. This fact was re- 
vealed on March 31 when Division 4 of the 
commission certified the results of the re- 
cent balloting on the acceptance or rejection 
of the plan to the federal district court for 
the eastern district of Missouri, eastern 
division. 
_ The commission’s certificate showed that 
in six of the 16 classes of security holders 
eligible to vote more than one-third have 
Teyected the plan. The law requires that 
6% per cent of those voting in each class 
must approve the plan. 

However, section 77 also provides that 
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the district court, if it finds that the plan 
makes equitable provision for all security 
holders, may declare it effective even though 
6638 of each class of holders have not ap- 
proved it. 

The classes of holders rejecting the plan 


included: Class 3—New Orleans, Texas & 


Mexico capital stock — 69.05 per cent of 
those voting rejected the plan; Class 4— 
General unsecured claims against the Mis- 
souri Pacific and Missouri Pacific 5% per 
cent 20-year convertible bonds, series A— 
79.77 per cent of those voting rejected the 
plan; Class 13—Little Rock & Hot Springs 
Western first mortgage four per cent bonds 
—100 per cent of those voting rejected the 
plan; Class 18—Missouri Pacific general 
mortgage four per cent bonds—73.24 per 
cent of those voting rejected the plan; 
Class 19—Missouri Pacific secured serial 
41% per cent bonds—68.93 per cent of those 
voting rejected the plan; and Class 23—In- 
ternational - Great Northern adjustment 
mortgage six per cent bonds, series A— 
73.17 per cent of those voting rejected the 
plan. 


Club Meetings 


The Traffic Club of Newark, N. J., will 
hold its next regular meeting at the Robert 
Treat hotel on Monday, April 6. The pro- 
gram has been entitled “April—Perfect 
Shipping Month” and “Old-Timers’ Night,” 
The next traffic club forum will be held at 
the same headquarters on April 13, the 
subject being “Carloading.” 

The Eastern Car Foreman’s Association 
will hold its next meeting on April 10 
at the Engineering Societies building, 29 
West 39th street, New York, at 8 p. m. 
“Lubrication of Cars and Rolling Equip- 
ment” will be discussed by W. H. Foster, 
service engineer, Socony Vacuum Oil Com- 
pany, New York. 

The Northwest Car Men’s Association 
will hold its next meeting on April 6 at 
the Midway Club, St. Paul, Minn., at 
8 p.m. B. W. Locke will present a paper 
entitled “Manufacture and Use of Waste.” 

The Car Foremen’s Association of Chi- 
cago will hold its next meeting on April 13 
at the LaSalle hotel, Chicago, at 8 p. m. 
Goodrich A. Lewis, chief engineer, W. H. 
Miner, Inc., will present a paper on “Draft 
Gear Maintenance.” 


RR Investment 


Now Pays 3.85% 
(Continued from page 708) 


988, in the same period of 1941. Gross in 
the Southern district in the two months 
totaled $132,672,031, an increase of 27.3 per 
cent compared with the same period in 
1941, while operating expenses totaled $92,- 
222,417 an increase of 29.3 per cent above 
1941. 

For February alone the estimated net 
income in the Southern district was $5,900,- 
000 compared with $4,700,000 in February, 
1941. Net railway operating income amount- 
ed to $11,745,815 compared with $10,440,- 
518 in February, 1941. 

Class I roads in the Western district in 
the two months had an estimated net in- 
come of $18,200,000 compared with a deficit 
of $7,200,000 in the same period last year. 
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Those same roads had a net railway oper- 
ating income of $58,490,988, compared with 
$32,245,099, in the same period in 1941. 
Gross in the Western district in the two 
months totaled $357,955,045, an increase of 
40.3 per cent compared with the same period 
in 1941, while operating expenses totaled 
$250,477,077 an increase of 31.2 per cent 
above 1941. 

In the Western district for February 
alone the estimated net income was $9,600,- 
000 compared with a deficit of $4,500,000 in 
February, 1941. Net railway operating in- 
come, amounted to $29,057,477 compared 
with $15,163,618 in February, 1941. 


CLASS I RAILROADS—UNITED STATES 
Month of February 


1942 1941 
Total operating 
ROUGE ae Vicia aeei $462,486,015 $358,413,499 
Total operating 
expenses ........ 327,653,379 255,590,196 


Operating ratio— 


a eae 70.85 71,31 
Le ee ee 56,736,208 34,668,724 
Net railway operat- 

ing income ...... 66,486,021 58,135,957 
(Earnings before charges) 
Net income, after 

charges (estimated) 23,800,000 15,000,000 


Two Months Ended February 28 


Total operating 


revenues $943,177,171 $735,787,689 


eeeeeeee 


Total operatin 

pew Bi . 26 waee 676,434,315 524,559,078 

Operating ratio— 

oa po] ab a'e oe 71.72 71.29 

Woe aacG ce <keee's 107,901,279 70,524,898 
Net railway operat- 

ing eee a a td 135,450,263 120,156,258 
( Earnings eye charges) 

et income, after . 

charges (estimated) 49,700,000 34,700,000 


February Truck Volume 13.5 Per 
Cent Over 1941 


The volume of freight transported by 
motor truck in February declined 3.9 per 
cent under January, but represented an in- 
crease of 13.5 per cent over February, 1941, 
according to American Trucking Associa- 
tions. 

Comparable reports were received by 
A. T. A. from 227 motor carriers in 42 
states. The reporting carriers transported 
an aggregate of 1,440,067 tons in February, 
as against 1,498,708 tons in January, and 
1,269,160 tons in February, 1941. The A. 
T. A. index figure, based on the 1938-1940 
average monthly tonnage of the reporting 
carriers, was 143.76 for February as com- 
pared with January’s 152.56. 

Slightly more than 78 per cent of all 
tonnage transported in the month was re- 
ported by carriers of general freight. The 
volume in this category decreased 2.4 per 
cent under January, but held 15.3 per cent 
over February of last year. Transporters 
of petroleum products, accounting for a lit- 
tle more than 13 per cent of the total ton- 
nage reported, showed a decrease of 8.4 
per cent under January, but an increase 
of 44.8 per cent over February, 1941. 
Movement of new automobiles and trucks 
continued to drop sharply, and constituted 
only about 1.5 per cent of the total tonnage 
reported. Tonnage in this class dropped 
26.9 per cent under January, and 51.7 per 
cent under February of last year. Haulers 
of iron and steel products reported slightly 
more than three per cent of the total ton- 
nage. The volume of these commodities 
decreased three per cent under January 
and 28.1 per cent under February, 1941. 
A little more than four per cent of the 
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total tonnage reported was miscellaneous 
commodities, including tobacco, milk, tex- 
tile products, bricks, building materials, ce- 
ment and household goods. Tonnage in this 
class decreased 6.8 per cent under January, 
but held 9.9 per cent above February of 
last year. 


Embargo on African Freight 


The Car Service Division, Association of 
American Railroads, has issued embargo 
No. 24, establishing the permit system on 
all freight moving through Atlantic and 
Gulf ports for export to countries in South 
and East Africa. Excepted is freight con- 
signed to the Army or Navy, freight mov- 
ing on U. S. Government bills-of-lading or 
on commercial bills-of-lading carrying ref- 
erence to contracts made by the War, 
Treasury or Agriculture departments; and 
freight for the British Ministry of War 
Transport. Also, any freight moving on 
permits issued by the Car Service Divi- 
sion’s manager of port traffic. 


Forecast 14.6 Per Cent Increase in 
Carloadings 

Freight carloadings in the second quarter 
of 1942 are expected to be 14.6 per cent 
above actual loadings in the same quarter 
in 1941, according to estimates compiled by 
the 13 Shippers’ Advisory Boards. 

On the basis of those estimates, freight 
carloadings of the 28 principal commodities 
will be 7,475,175 in the second quarter of 
1942 compared with 6,525,083 for the same 
commodities in the corresponding period in 
1941. All of the 13 Boards estimate an in- 
crease for the second quarter of 1942 com- 
pared with the same period in 1941. 

These estimates normally include 29 com- 
modities, but no estimate as to production 
of automobiles, trucks and parts is being 
made at this time owing to conversion-of 
that industry into the production of war 
materials. 

The tabulation below shows actual car- 
loadings for each district in the second 
quarter of 1941, the estimated loadings for 
the second quarter of 1942, and the per- 
centage of increase of the 28 principal 
commodities : 


Actual 
Loadings 
Secon 


ted 
oadings 
Shippers’ A 
Advisory Quarter Per cent 
Boards 1942 Increase 
New England .. = 4. 
Atlantic States.. 9.6 
Allegheny 91 24.1 
Ohio Valley 33.8 
Southeast 776, 6.5 
Great Lakes .... 
Central Western. 
Mid-West 
Northwest 
Trans- Missouri- 
Kansas 
Southwest 
Pacific Coast ... 
Pacific Northwest 


_— 
Sachindon: 
ecrpRO 


-_ 


295,952 
384,753 
284,693 


308,077 
437,945 
305,302 

214,002 246,503 
6,525,083 7,475,175 14.6 

The 13 Boards expect an increase in the 
second quarter. of 1942, compared with the 
same period one year ago, in the loading of 
all of the 28 commodities except cotton 
seed and products, other than cotton seed 
oil, for which a decrease of 4.1 per cent is 
estimated; agricultural implements and ve- 
hicles other than automobiles, for which a 
decrease of 26.7 per cent is estimated; and 
sugar, syrup and molasses for which a de- 
crease of 1.2 per cent is estimated. 


— 
UNTO & NNN 


mWdvoH 
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Among those expected to show increases 
are the following: Coal and coke, 31.1 per 
cent; citrus fruits, 17.5 per cent; grain, 
17.4 per cent; gravel, sand and stone, 17.2 
per cent; chemicals and explosives, 16.3 
per cent; cotton, 12.7 per cent ; ore and con- 
centrates, 12.5 per cent; machinery and 
boilers, 12.1 per cent; fertilizers of all 
kinds, 9.9 per cent; paper, paperboard and 
prepared roofing, 9.8 per cent; livestock, 9 
per cent; potatoes, 8.5 per cent; canned 
goods, 7.9 per cent; lumber and forest 
products, 7.4 per cent; and flour, meal and 
other mill products, 7 per cent. 


Retirement Board Operations 


February benefit payments under the 
Railroad Retirement Act totaled $10,594,- 
583, bringing to $84,188,256 payments for 
the first eight months of the fiscal year 
1942, according to the Railroad Retirement 
Board’s Monthly Review. 

Benefits certified from the beginning of 
operations through February amounted to 
$514,313,889 on 156,716 employee annuities, 
48,557 pensions, 3,218 survivor annuities, 
6,203 death benefit annuities, and 51,017 
lump-sum death benefits. 

In February, 1,654 new employee annui- 
ties were certified, 23.2 per cent fewer than 
in February, 1941. The relatively small 
February, 1942, total, “reflects in part ad- 
justments incident to preparation for the 
removal of the Board to Chicago.” 

Employee annuities in force at the end 
of February totaled 124,575 at a monthly 
amount payable of $8,208,846. The average 
monthly payments was $65.89. Pensions in 
force at the end of February totaled 28,768 
with a monthly amount payable of $1,696,- 
207. The average monthly payment was 
$58.96. 

Unemployment insurance claims received 
in February totaled 70,642. The weekly 
average of 17,661 was about 1,550 lower 
than in the preceding month. Applications 
for certificates of benefit rights averaged 
1,154 a week, about 1,800 below the Jan- 
uary figure. In the last week of February 
the total number of applications was only 
766, the second lowest figure.for a com- 
plete week recorded so far for the current 
insurance year. Benefits certified in Febru- 
ary totaled $1,328,797, about $25,000 more 
than in the preceding month. The average 
benefit on claims with a maximum of 10 
compensable days was $20.84. 

Employment service operations declined 
further in February, placements averaging 
430 a week compared with 620 in January 
and 1,250 in December. Less than 15 per 
cent of the 1,730 placements were in non- 
railroad jobs. Most of the jobs filled were 
in laborer classifications. 


Petitions Attack North Shore 
Compromise 


Termination of the compromise under 
which trains of the Chicago, North Shore 
& Milwaukee have been operated within 
the limits of Chicago by elevated railway 
employees was requested in two petitions 
filed with the district court at Chicago, on 
March 29. In the first, the attorney for 
the Brotherhood of Locomotive Firemen 
and Enginemen, the Brotherhood of Rail- 
road Trainmen, and the Order of Railroad 
Telegraphers, which recently won bargain- 


April 4, 1942 


ing rights on the North Shore Line, 


charged that the compromise is costing the 
company $1,000 per day as the result of 
the higher rates paid elevated employees 
and because of the waiting time entailed 
by North Shore line crews at the city lim- 
its, for which the crews are requesting 
compensation. He also pointed out that 
while elevated crews run a train, they do 
not collect fares, and as a result passengers 
are buying tickets only to the city limits 
and are riding free from that point to the 
center of Chicago, a distance of 9 miles. 

The second petition, filed by the Inde- 
pendent Mortgage Bondholders Committee, 
asked that North Shore employees again 
be permitted to bring their trains into the 
loop and that also either A. W. Sprague 
and Bernard J. Fallon be removed as re- 
ceivers or that a third receiver be ap- 
pointed. The petition asserted that the co- 
receivers, who are also co-trustees of the 
elevated lines, cannot properly act in be- 
half of the North Shore. 

The dispute dates back to February 1, 
when members of the Amalgamated Asso- 
ciation of Street, Electric Railway & Mo- 
tor Coach Employees on the elevated lines 
refused to throw switches so that North 
Shore trains could enter and leave the city 
on’ the elevated tracks. For two weeks 
North Shore passengers were forced to 
ride the elevated trains within the city, 
transferring to and from the North Shore 
trains at the city limits. Amalgamated 
and the North Shore finally reached an 
agreement which provided that elevated 
crews should operate the North Shore 
trains within the city. 


Says 25,000 Cars Await Unloading: 
Car Service Division Denies It 


During the hearings this week on the tax 
bill before the House ways and means com- 
mittee, reported elsewhere in this issue, the 
charge was made that some 25,000 cars of 
coal are standing on railroad side tracks 
between Norfolk, Va., and Roanoke, wait- 
ing for ships for unloading at the Hampton 
Roads ports. 

This statement was made by Representa- 
tive Robertson, Democrat of Virginia and 
a member of the ways and means commit- 
tee, during his questioning of R. V. Fletch- 
er, vice-president of the Association of 
American Railroads. 

Mr. Fletcher had declared that the rail- 
roads would be able to handle the war 
traffic in addition to the civilian traffic if 
the carriers are able to obtain the necessary 
steel for new equipment. Mr. Robertson 
reminded Mr. Fletcher that the railroads 
had promised that in this war they would 
not permit their cars to be used for stor- 
age, a condition which led to the govern- 
ment taking over the carriers in the last 
war. “Yes,” replied Mr. Fletcher, “that is 
true.” 

“Well, I want to tell you,” asserted the 
Virginia congressman, “that only this week 
a high railroad official came into my office 
and told me that at the present time there 
are 25,000 cars of coal on the tracks be- 
tween Norfolk and Roanoke waiting to be 
unloaded at the Hampton Roads ports due 


to the lack of boats to haul the coal to New 


England.” “I can’t dispute that,” was Mr- 
Fletcher’s reply. 
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The A. A. R. vice-president did go on to 
say that one of the difficulties at the pres- 
ent time was the inability to get ships at 
ports and the uncertainty of their arrival, 
thus making it difficult to be sure of getting 
cars unloaded once they are sent to a port. 

Officials at the Car Service Division of 
the Association of American Railroads de- 
clared that there was no basis in fact for 
Mr. Robertson’s statement. They went on 
to point out that dumpings at Hampton 
Roads have fallen off about 40 per cent since 
the present outbreak of submarine warfare 
on the Atlantic seaboard, but that at no 
time in recent months has the amount of 
coal on hand at those ports or in transit 
exceeded 7,500 cars. They are at a loss to 
know where the Virginia congressman re- 
ceived any such information. 


Carriers Present Their Views on the 
Tax Bill 


The railroad industry’s views on the cur- 
rent tax bill were given to the House ways 
and means committee on April 1 at a 
public hearing. The principal suggestions 
made by railroad spokesmen included one 
for a revision of the capital gains tax to 
permit individual roads to buy in their own 
bonds without being taxed on the “profits” 
which would result from the difference in 
the par value of the securities and the dis- 
count prices at which they were bought, 
and one to change the present law so as 
to make it possible for roads now in reor- 
ganization to come out without being taxed 
so much as to prevent the consummation 
of the reorganization. 

Appearing for the carriers were R. V. 
Fletcher, vice-president of the Association 
of American Railroads; R. B. White, presi- 
dent of the Baltimore & Ohio; F. E. Wil- 
liamson, president of the New York Cen- 
tral; R. E. Connolly, vice-president of the 
Illinois Central; and L. M. Greenlaw, vice- 
president and general counsel of the Pull- 
man Company. 

Mr. Fletcher explained to the committee 
that the present law permits railroad com- 
panies to buy up their own securities and 
to have the so-called “profit” gained there- 
by excluded from their gross income pro- 
vided it is established to the satisfaction 
of the Commissioner of Internal Revenue 
or certified to the Commissioner by the 
Reconstruction Finance Corporation or the 
Interstate Commerce Commission that at 
the time of the purchase the road was in 
“an unsound financial condition.” Moreover, 
he continued, that provision in the law ex- 
pires this year. 

Mr. Fletcher declared that experience 
has shown, however, “that the use of the 
term ‘in an unsound financial condition’ has 
prevented this provision from being of any 
substantial benefit to railroads or to others.” 
This was due, he further explained, be- 
cause of the fact that no carrier was willing 
to have itself declared in unsound financial 
condition for fear that such a finding would 
have a detrimental effect on its credit stand- 
ing and its ability to buy materials and 
float equipment trusts. Also, the carriers 
felt that such a finding might impair their 
ability to obtain financial help from the 
RFC if such help should be needed at any 
time, 

As a result of the working of the law, 
Mr. Fletcher suggested to the committee 
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that it change the provision to permit all 
railroad corporations, regardless of their 
financial condition, to purchase their own 
securities in the market for retirement with- 
out at the same time making them subject 
to capital gains tax. 

The A.A.R. spokesman also asked the 
committee to make changes in the present 
tax law which would permit railroads to 
deduct for tax purposes depreciation on 
properties operated under lease. Under 
certain rulings of the United States Su- 
preme Court depreciation on property 
leased by a common carrier cannot be taken 
into account in determining taxable income. 

Another suggestion made by Mr. Fletcher 
which has received the approval of the 
Treasury Department is that the privilege 
of making consolidated returns be extended 
to all corporations. “It seems to us, how- 
ever,” declared the railroad witness, “that 
without regard to stock ownership, consoli- 
dated returns should be permitted in the 
case of lessor railroad corporations in an 
affiliated group where, under the contract or 
lease, the lessee and not the lessor has the 
obligations to pay the income tax of the 
lessor. Many of our railroad systems in- 
clude roads that were leased by the proprie- 
tary companies for long terms of years. 
The leased line is operated as a part of the 
railroad system. The leased line is no 
more than an operating division and is a 
part of the through route. The money out 
of which the rental is paid to the lessor 
comes from the operation of the integrated 
economic unit which constitutes the parent 
or lessee carrier.” 

Mr. Fletcher also endorsed the proposal 
of the Treasury Department to repeal the 
capital stock and excess profits taxes. 
However, he said, if these taxes are to 
be retained the carriers renew their sug- 
gestion that the taxpayer be permitted to 
make annual declarations of value. 

The carriers through Mr. Fletcher also 
asked that any authority given the Treas- 
ury to impose a withholding tax on income, 
interest, and dividends exempt interest from 
tax free covenant bonds. Such a withhold- 
ing tax, according to Mr. Fletcher, would 
be an additional tax on the issuer of the 
bonds, and would have to be paid by such 
issuer rather than the individual. 

Turning lastly to the subject of taxes 
on railroad reorganizations, Mr. Fletcher 
told the committee that the problems in- 
volved are now the subject of friendly dis- 
cussion among security owners, railroad 
counsel, officials of the Treasury and the 
Chief of Staff of the Joint Committee on 
Internal Revenue Taxation. “No announce- 
ment as a result of these conferences can as 
yet be made,” he said, “but those of us con- 
cerned with the welfare of the railroad in- 
dustry are hopeful that ultimately some 
understanding may be arrived at as the 
basis for such a joint recommendation.” 

“The problems to which I refer,” de- 
clared the A. A. R. vice-president, “are two 
in number. First, it is highly important 
that for the purpose of taxation a reor- 
ganized railroad, whether operating under 
the old charter or a new, should have pre- 
served the same basis of property that pre- 
vailed with the old company, a principle the 
desirability of which has been recognized 
by the Interstate Commerce Commission. 
This question of what constitutes a. proper 
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basis of property enters into a consideration 
of what shall constitute invested capital for 
the purpose of determining the excess 
profits tax which may be imposed upon a 
reorganized railroad.” 

“Second, it is highly important that the 
reorganization should be tax free, that is 
to say there should be no taxable gain 
or profit simply by reason of the fact 
that there has been a reduction in the 
capitalization as is represented by indebted- 
ness.” 

Mr. White, Mr. Williamson, and Mr. 
Connolly appeared briefly to support that 
part of Mr. Fletcher’s testimony dealing 
with the purchase of railroad securities. 
All three urged that the requirement of a 
finding or a certificate of unsound financial 
condition be omitted and that this provision 
of the law be made permanent or extended 
beyond its present expiration date. 

Mr. Greenlaw on behalf of the Pullman 
Company, objected to the Treasury’s pro- 
posal for an added 15 per cent tax on 
Pullman accommodations, making the total 
tax 20 per cent. He declared that his com- 
pany feared that the imposition of such 
a tax would dislocate passenger traffic by 
forcing people who normally use drawing 
rooms and roomettes to purchase lower 
berths or ride in coaches. ; 

He also suggested to the committee that 
it might close up a loophole in the present 
tax law which permits one to escape the 
present tax on transportation by having 
purchased s¢rip books in advance of the 
effective date of the law. To do this, he 
said, the law could be changed to provide 
for the tax on all transportation used after 
the effective date rather than on just that 
portion purchased after that time. 


Meetings and Conventions 


The following list gives names of secretaries, 
dates of next or regular meetings and places of 
meetings: 

Atztiep Raitway_ Suppry Assocration.—J. F. 
Gettrust, P. O. Box 5522, Chicago, III. 
AMERICAN ASSOCIATION OF FREIGHT TRAFFIC OrF- 
Ficers.—W. R. Curtis, G. M. & O. R. R., 

105 W. Adams St., Chicago, III. 

AMERICAN ASSOCIATION OF GENERAL BAGGAGE 
Acents.—E. P. Soebbing, 1431 Railway Ex- 
change Bldg., St. Louis, Mo. Annual meet- 
ing, October 6-8, 1942, Omaha, Neb. 

AMERICAN ASSOCIATION OF PASSENGER TRAFFIC 
Orricers.—B. D. Branch, C. R. R. of N. J., 
143 Liberty St., New York, N. Y. 

AMERICAN ASSOCIATION OF RAILROAD SuUPERIN- 
TENDENTS.—F. O, Whiteman, Room 332, 
Dearborn Station, Chicago, Ill. Annual 
meeting, May 12-14, 1942, Hotel Stevens, 
Chicago, Ill. 

AmeERICAN ASSOCIATION OF RAILWAY ADVERTIS- 
ING AGENTS.—E. Abbott, Poole Bros., 
Inc., 85 W. Harrison St., Chicago, III. 

AMERICAN ASSOCIATION OF SUPERINTENDENTS OF 
Dintnc Cars.—F. R. Borger, C. I. & L. 
Ry., 836 S. Federal St., Chicago, Ill. 

AMERICAN RAILWAY BRIDGE AND BuILpDING Asso- 
cration.—A. G. Shaver, 310 S. Michigan 
Ave., Chicago, Ill. Annual meeting, October 
13-15, 1942, Hotel Stevens, Chicago, Ill 

AMERICAN Rartway Car Institute.—W. C. Tab- 
bert, 19 Rector St., New York. 

AMERICAN RAILWAY DEVELOPMENT ASSOCIATION. 
—H. C. Millman, Ind., Agent, Pennsylvania 
R. R., Union Station, Chicago, Il. 

AMERICAN: RAILWAY ENGINEERING ASSOCIATION.— 
Works in cooperation with the Association of 
American Railroads, Engineering Division.— 
W. S. Lacher, 59 E. Van Buren St., Chi- 
cago, Ill, Annual meeting, March 16-18, 
1943, Chicago, III. 

AMERICAN RAILWAY MAGAZINE Eprtors’ AssociA- 
TION.—R. Horner (Second Vice-Pres.), 
Norfolk & Western Magazine, Roanoke, Va. 

AMERICAN SHorT Line RAILROAD AsSOCIATION.— 
J. H. Huntt, Tower Bldg., Washington, D. C 

AMERICAN SOCIETY OF MECHANICAL ENGINEERS. 
—C. E. Davies, 29 W. 39th St., New York, 
N. Y. Semi-annual meeting, June 8-10, 1942, 
Statler Hotel, Cleveland, O. Fall meeting, 
October 12-14, 1942, Sagamore Hotel, Ro- 
chester, N. Y. Annual meeting, November 
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30-December 4, 1942, Hotel New 
York, N._Y. 
Railroad Division, E. L. Woodward, Railway 
Mechanical Engineer, 105 West Adams St., 
Chicago, Ill. 
American Transit Assocration.—Guy C. Heck- 
er, 292 Madison Ave., New York, N. Y. 
AMERICAN Woop PRESERVERS’ AsSOCIATION.—H. 
L. Dawson, 1427 Eye St. N. W., Washing- 
ton, D. C. Annual meeting, April 27-29, 
1943, Cincinnati, O. 

ASSOCIATION OF AMERICAN RarLroaAps.—H. J. 
ee a Transportation Building, Washington, 


Astor, 


Operations and Maintenance Department. 
—Charles H. Buford, Vice-President, 
Transportation Bldg., Washington, D. C. 
Operating-Transportation Division. — L. 

R. Knott, 59 E. Van Buren St., Chi- 

cago, Ill. 

Operating Section.—J. C. Caviston, 30 
Vesey St., New York, N. Y. 

Transportation Section.—L. R. Knott, 
59 E. Van Buren St., Chicago, II. 

Fire Protection and Insurance Section. 
—wW. F. Steffens, New York Cen- 
tral, Room 3317, 230 Park Avenue, 
New York, N. Y. 

Freight Station Section.—L. R. Knott, 
59 E. Van Buren St., Chicago, III. 
Medical and Surgical Section.—J. C. 
ree, 30 Vesey St., New York, 

Protective Section.—J. C. Caviston, 30 
Vesey St., New York, N. Y. 

Safety Section—J. C. Caviston, 30 
Vesey St., New York, N. Y. 

Telegraph and Telephone Section.— 
W. Fairbanks, 30 Vesey St., 

New York, N. Y. 

Engineering Division —W. S. Lacher, 59 
E. Van Buren St., Chicago, Ill. An- 
nual meeting, March 16-18, 1943, Chi- 
cago, 

Construction and Maintenance Section. 
—W. S. Lacher, 59 E. Van Buren 
St., Chicago, Ill. Annual meeting, 
March 16-18, 1943, Chicago, Ill. 

Electrical Section—W. S. Lacher, 59 
E. Van Buren St., Chicago, IIl. 

Signal Section.—R. H. C. Balliet, 30 

esey St., New York, N. Y. An- 
nual meeting, October 13-14, 1942, 
Hotel Stevens, Chicago, III. 

Mechanical Division.—Arthur C. Brown- 
ing, 59 E. Van Buren St., Chicago, IIl. 
Electrical Section —J. A. Andreucetti, 

59 E. Van Buren St., Chicago, IIl 

Purchases and Stores Division —W. J. 
Farrell (Executive Vice-Chairman), 
a eames Building, Washington, 


Freight Claim Division.—Lewis Pilcher, 
5 Van Buren St., Chicago, IIl. 
Annual meeting, April 28-29, 1942, 
Hotel Sherman, Chicago, II. 

Motor Transport Division —George M. 
Campbell, Transportation Bldg., Wash- 
ington, D. C. 

Car-Service Division —E. W. Coughlin, 
or caieaaeaaa Building, Washington, 


Finance, Accounting, Taxation and Valuation 
Department.—E. | Bunnell, Vice-Presi- 
we Transportation Building, Washington, 


Accounting Division.—E,. R. Ford, Trans- 
portation Building, Washington, D. C. 
Treasury Division—E. R. Ford, Trans- 
portation Building, Washington, D 
Traffic Department.—A. F, Cleveland, 
President, Transportation Building, Wash- 
ington, 2 
AsSOcIATION OF RaitwAy Cxiaim AcEnts.—F. L. 
a. Claim Agent, Alton R. R., 340 W. 
arrison St., Chicago, Ill. Annual meeting, 
June 17-19, 1942, Hotel Statler, Buffalo, 


fie 

Bripce anp Buitp1inc Suppty MEeEn’s Assocra- 
TIon.—P. R. Austin, Johns-Manville Sales 
Corp., Merchandise Mart, Chicago, Ill. Ex- 
hibit in conjunction with convention of the 
American Railway Bridge & Building Asso- 
ciation, October 13-15, 1942, Hotel Stevens, 
Chicago, Ill 

CANADIAN. Raitway Crus.—cC. R. Crook, 4415 
Marcil Ave., N. D. G., Montreal, Que. Reg- 
ular meetings, second Monday of each month 
except June, July and August, Windsor Ho- 
tel, Montreal, Que. 

Car DEPARTMENT ASsocIATION oF St. Lours, Mo. 
—J. J. Sheehan, 1101 Missouri Pacific Bldg. 
St. ouis, Mo. Regular meetings, thir 
Tuesday of each month, except June, July 
and August, Hotel De Soto, St. Louis, Mo. 

Car DEPARTMENT OrFFicers’ AssociaTIon.—Frank 
Kartheiser, Chief Clerk, Mechanical Dept., 
C. B. & Q., Chicago, II. 

Car ForEMEN’s ASSOCIATION OF Cuicaco.—G. K. 
Oliver, 8238 S. Campbell Ave., Chicago, 
Til. Regular meetings, second Monday of 
each month count June, July and August, 
La Salle Hotel, Chicago, Til. 

CentraL Rartway Crus oF BuFFALo.—Mrs. M. 

Reed, 1840-42 Hotel Statler, McKinley 
Square, Buffalo, N. Y. Regular. meetings, 


oe 
ice- 


second Thursday of month, except June, July 
and August, Hotel Statler, Buffalo, N. Y. 
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EasTERN ASSOCIATION OF CAR SERVICE OFFICERS. 
—J. T. Bougher, 424 W. 33rd St. (11th 
floor), New York, N. Y. 

Eastern Carn ForemMAn’s AsSoOciIATION.—W. P. 
Dizard, 30 Church St., New York, N. Y. 
Regular meetings, second Friday of January, 
March, April, May, October and November, 
29 W. 39th St., New York, N. Y. 

LocomoTivE MAINTENANCE OrFIcerRS’ ASSOCIA- 
Tion.—C. M. Lipscomb, 1721 Parker Street, 
No. Little Rock, Ark. 

Master Borter MAkKeErs’ AssocraTion.—A. F. 
Stiglmeier, 29 Parkwood St., Albany, N. Y. 

NATIONAL ASSOCIATION OF RAILROAD AND UTILI- 
TIES COMMISSIONERS.—Ben Smart, 7413 New 
Post Office Bldg., Washington, ae ee 
nual meeting, November, 1942, Dallas, Tex. 

NaTIONAL Rarttway APPLIANCES ASSOCIATION.— 
. H. White, Room 1826, 208 S. La Salle 
St., Chicago, Ill. 

New Encranp RAritroaAp CLtus.—W. E. Cade, 
r., 683 Atlantic Ave., Boston, Mass. Regu- 
ar meetings, second Tuesday of each, month, 
except June, July, August and September, 
Hotel Touraine, Boston, Mass. 

New Yorx Rartroap Cius.—D. W. Pye, 30 
Church St., New York, N.. Y. Regular 
meetings, third Thursday of each month, ex- 
cept June, July, August, September, and De- 
cember, 29 W. 39th St., New York, N. Y. 

Paciric Rartway Crius.—William S. Wollner, 
P Box A, Sausalito, Cal. Regular meet- 
ings, second Thursday of each alternate 
month, at Palace Hotel, San Francisco, Cal., 
and Hotel Hayward, Los Angeles, Cal. 

Rattway Business Association.—P. H. Middle- 
ton, First National Bank Bldg., Chicago, III. 

Rartway Cius or PittssurcH.—J. Conway, 
1647 Oliver Bldg., Pittsburgh, Pa. Regular 
meetings, fourth Thursday of each. month, 
except June, July and August, Fort Pitt 
Hotel, Pittsburgh, Pa. 

Rartway Et ectric Suppry MANUFACTURERS’ 
Assoc1ATion.—J. McC. Price, Allen-Bradley 
Company, 600 W. Jackson Blvd., Chicago, Ill. 

Raitway FueEt AND TRAVELING ENGINEERS’ Asso- 
cIATION.—T. Duff Smith, Room 811, Utilities 
Bldg., 327 La Salle St., Chicago, Ill. 

Rattway Supply MANUFACTURERS’ ASSOCIATION. 
—J. D. Conway, 1647 Oliver Bldg., Pitts- 
burgh, Pa. 

RAILway TELEGRAPH AND TELEPHONE APPLIANCE 
Assocration.—G. A. Nelson, Waterbury Bat- 
tery wi + 30 Church St., New York, 
N.Y. eets with Telegraph and Telephone 
Section of A. A. R. 

Raitway Tie Assocration.—Roy M. Edmonds, 
903 A gperne Trust Bldg., St. Louis, Mo. 
Annual meeting, May 6-7, 1942, Netherland 
Plaza Hotel, Cincinnati, 

ROADMASTERS’ AND MAINTENANCE OF Way Asso- 
craTion.—A. G. Shaver, 310 S. Michigan 
Ave., Chicago, Ill. Annual meeting, Sep- 
— 15-17, 1942, Hotel Stevens, Chicago, 


SicnaL AppiiAnce AssocrATion.—G. A. Nelson, 
Waterbury Battery Company, 30 Church St., 
New York, Y. Meets with A. A. R. 
Signal Section. 

SouTHERN AND SOUTHWESTERN RaiLway CLuB.— 
A. T. Miller, 4 Hunter St., S. E., Atlanta, 
Ga. Regular meetings, third Thursday in 
qeeeer » March, May, July, September and 

ovember, Ansley Hotel, Atlanta, Ga. 

SouTHERN ASSOCIATION OF CaR SERVICE OFFICERS. 
—D. W. Brantley, C. of Ga. Ry., Savannah, 


Ga. 

Toronto Raitway CLus.—D. M. George, P. O. 
Box 8, Terminal ‘‘A,’’ Toronto, Ont. Regu- 
lar meetings, fourth Monday of each month, 
except June, July and August, Royal York 
Hotel, Toronto, Ont. 

Track Suppty AssociaTion.—Lewis Thomas, Q. 
and C. Company, 59 E. Van Buren St., Chi- 
cago, Ill. xhibit in conjunction with Road- 
masters’ and Maintenance of Way Associa- 
tion Convention, September 14-17, 1942, Hotel 
Stevens, Chicago, Ill 

UNITED ASSOCIATIONS OF RAILROAD VETERANS.— 

oy E. Collins, 12 Hatfield Place, Port 
Richmond, Staten Island, N. Y, Annual 
meeting, October 10-11, 1942, Baltimore, Md. 

WeEsTERN Rartway Cius.—E. E. Thulin (Exec- 
utive Secretary) Room 822, 310 S. Michigan 
Ave., Chicago, Ill. Regular meetings, third 
Monday of each month, except January, June, 
July, August and September, Hotel Sherman, 
Chicago, II 


Chicago Union Station Averages 
236 Trains Daily 


An average of 236 trains per day, in- 
cluding 256 locomotives and 1,608 cars, 
used Chicago Union Station facilities dur- 
ing 1941, according to a report to stock- 
holders. Altogether 85,970 trains moved 
in and out of the station. The Chicago, 
Burlington & Quincy operated 31,301 trains 
into or out of the station; the Chicago, 
Milwaukee, St. Paul & Pacific, 30,660; the 
Pennsylvania, 17,535; and the Alton, 6,474. 
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Supplies 





Heavy Locomotive 
Buying in March 
Large steam power orders 
placed; car buying declines 
as deliveries lag 


Continued heavy railroad purchases of 
steam locomotives featured the domestic 
railway equipment market during March. 
Orders were placed during the month for 
102 steam engines, more than placed in any 
preceding March since the 133 units ordered 
in March, 1929. 

An additional large number of locomo- 
tives were comprised in inquiries by rail- 
roads that came into the market for steam 
power during March but had not placed 
orders at the month’s end. These, in part, 
included the Bessemer & Lake Erie inquiry 
for five 2-10-4’s and two 0-8-0’s; the Du- 
luth, Missabe & Iron Range inquiry for 
ten 2-8-8-4’s; the Indianapolis Union in- 
quiry for one or two 0-8-0’s ; and the West- 
ern Pacific inquiry for six 4-8-4’s. Direc- 
tors of the Illinois Central approved a large 
locomotive-buying program. 

Also reported unfilled at the end of March 
was an earlier inquiry by the Argentine 
State Railways for ten, twelve, or fifteen 
4-6-2’s and three 2-10-2’s for which, it was 
understood, the Argentine government 
would request a high priority rating. 

Together with 85 steam locomotives or- 
dered in February, and the above-mentioned 
unfilled inquiries, the 102 steam engines pur- 
chased in March will probably rank the 
current months as one of the most concen- 
trated buying periods in recent steam loco- 
motive history. These orders and inquiries, 
made despite large backlogs of orders al- 
ready on builders’ books from the carriers 
—and at a time when the country’s steam 
locomotive building capacity is largely de- 
voted to the completion of recent large 
government orders—evidences the scope of 
managerial foresight and preparation for 
late 1942 and 1943 traffic requirements. 

A total of 42 Diesel-electric locomotives 
were also ordered by the railroads during 
March, including nine freight engines of 
5,400 hp. each and 33 switching engines of 
1,000 hp. each. This compares with 79 
Diesel-electric units ordered in the preced- 
ing month of February and with 95 ordered 
in March, 1941. 

Dorr‘nating the list of last month’s orders 
was the Southern Pacific’s expenditure of 
approximately $12,000,000 for 40 steam 
locomotives and 30 1,000-hp. Diesel-electric 
switching engines. Included among the 
steam locomotives were 30 of the road’s 
articulated-consolidation (4-8-8-2) and ten 
streamlined “Daylight” 4-8-4’s. This order 
duplicated in part 40 articulated-consolida- 
tion locomotives and. ten Daylight engines 
ordered by this carrier in the corresponding 
month of March, 1941, deliveries of which 


are now under way and are expected to be 


completed in August. Also outstanding 















Vol. 112, No. 14 


last month was the Northern Pacific’s $6,- 
500,000 purchase of 25 large road locomo- 
tives, including ten 4-8-4’s, twelve 4-6-6-4’s 
and three 5,400-hp. Diesel-electric freight 


engines. Other March orders are listed in 
detail in the accompanying table. 

Domestic freight car orders during 
March declined to 2,863 cars, of which 2,490 
were ordered by railroads (70 from com- 
pany shops and 2,420 from contract car 
builders), 252 by industrial companies and 
private car lines and 121 by United States 
Government departments. Purchases com- 
prised 275 box cars, 1,110 hopper cars, 
1,323 gondola cars, 150 tank cars and five 
armored deck cars. 

During the month, the freight car market 
turned suddenly thin, with one order for 
2,000 cars by the Union Pacific accounting 
for more than half of the cars purchased. 
More significant, and assuring that this fall- 
ing-off was but temporary, was the much 
larger number of cars comprised in inquir- 
ies that were unfilled at the end of the 
month. These included, in part, 100 flat 
cars for the Santa Fe, 800 hopper cars for 
the Bessemer & Lake Erie, 50 flat cars for 
the Central of Georgia, 500 cars of vari- 
ous types for the Chicago, Indianapolis & 
Louisville, 150 hopper cars for the Rock 
Island, 1,550 cars of various types for the 
Denver & Rio Grande Western, 2,000 ore 
cars for the Duluth, Missabe & Iron Range, 
2,000 refrigerator cars for the Pacific Fruit 
Express, 1,000 gondola cars for the South- 
ern, and 500 box cars for the Texas & 
Pacific. Other railroads that had not yet 
entered the market with formal inquiries, 
but were expected to, included the Elgin, 
Joliet & Eastern, the Illinois Central and 
the Lehigh & New England.’ 

The U. S. War Department ordered 16 
kitchen cars during the month, marking the 
first order for passenger-train equipment 
since the single coach ordered by the Nash- 
ville, Chattanooga & St. Louis in Novem- 
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ber, 1941. Included in export orders re- 
ported during the month were 970 freight 
cars of various types and 20 express-bag- 
gage cars placed by the National Railways 
of Mexico. 


Equipment Orders—First Three Months 
Volume of railway equipment orders for 


domestic service placed during the first 
three months of 1942, together with a com- 





parison with the corresponding three 
months of 1941, is shown hereunder: 
First three 
months Increase 
or 

Locomotives: 1942 1941 Decrease 
PMNS 5 io ok haw oe 202 128 +74 
Diesel-electric ..... 131 303 -172 
DCIS os 5 ewe pee 5 14 -9 
Total locos. .... 338 445 -107 
Freight cars ........ 22,660 25,427 -2,767 
ie teere 16* 200 -184 


Passenger cars 


* Kitchen cars ordered by the War Department. 

A further analysis of Diesel-electric loco- 
motive orders placed by railroads, indus- 
trial companies and private car lines oc- 
cording to the size of the locomotives or- 
dered follows: 


Diesel-locos.—First three 
months—1 942 





Indus- U.S. 
Horsepower: R. R.’s_ tries -Gov’t. Total 
Le eee ear 21 oe ee 21 
IS aie a iniates 5 Me 3 5 
Byes Wares lnwale 2 ap “s 2 
Ui) SN ee 57 ni a 57 
600 or 660 ..... 38 1 me 39 
Less than 600 .. re 4 g 7 
Tetib ss Seuss 123 5 3 131 


The 202 steam engines purchased by the 
railroads during the first quarter represent 
more than two-thirds the number ordered 
during the whole of 1941 and are only five 
fewer engines of this type than were or- 
dered during the whole of 1940. Most sig- 
nificant of the 123 Diesel-electric locomo- 
tives ordered during the period are the 26 
freight engines (21 of 5,400 hp. and 5 of 
4,050 hp.) which compare with a total of 
40 Diesel freight locomotives (39 of 5,400 








Domestic Equipment Orders Reported in Issues of 


The Railway Age in March 1942 


LOCOMOTIVES 
Date Name of Company No. Type 
Mar. 7 Northern Pacific ......:...... 10 4-8-4 Frt. & Pass. 
_" PsP tote ee 
iesel-e - tric F t 
Mar. 7 Denver & Rio Grande Western 10 4-6-6-4 1. & Poet 
Mar. 7 St. Louis Southwestern ....... 5 4-8-4 Frt. & Pass. 
Mar. 14 Denver & Rio Grande Western 6 Diesel-electric Freight 
Mar. 14 Delaware & Hudson .......... 15 4-8-4 Frt. & Pass. 
Mar. 21 Southern Pacific ............. 30 4-8-8-2 Pass. & Frt. 
bs Ba -4 — & Frt. 
Mar. 21 ions, Fredericksburg & mgeicccindadat se 
NIA is ical oe oe slo's ataes 10 2-8-4 Frt. & Pass. 
Mar. 28 Boston & Maine ............. 3 Dieseielecteic Sw. 
FREIGHT CARS 
Mar. 7 iG Se Wan Dents. 2s 'soct so vice 100 Tank 
Mar. 7 American Steel & Wire Co.... 65 Gondola 
Mar. ‘7 Richmond, Fredericksburg & 
agregar a maetaie inh a, eel 20 Box 
Mar. 7 National Tube Company ...... 98 comet 
Mar. 7 Linde Air Products Co. ...... 39 Box 
Mar. 7 Rubber Reserve Company .... 50 Tank 
Mar. 7 Nashville, Chattanocza & St. 
1 OE A ER ORT Lae 50 Gondola . 
Mar. 14 U. S. War Dept. ..........-- 16 Storage-box 
Mar. 14 Grand Trunk Western......... 200 Auto-box 
Mar. 14; atom Bache 2:56. 66. nc back 1,000 Ballast 
Mar. 14 Central of Georgia ........... 50 Hopper 
Mar. 21 Union Pacific ...........-..0. 1,000 Gondola 
Mar. 21 Chicago, Milwaukee, St. Paul & 
MARINO. oocas keh enon cartes 35 Cov. Hopper 
M: : 35 Gondola 
ar. 28 Chicago, Lea Island & Pacific 25 Cov. Hopper 
ats 287 Woy NAVY DENG cb sc cece sie 5 Armored Deck 
Mar. 28 Nashville, Chattanooga & St 
MM COs. s lanes acme ma oe see 75 Gondola 
PASSENGER-TRAIN CARS 
Mar. 14 U. S. War Dept. ..........0% 16 Kitchen 


Builder 


Baldwin Locomotive Works 
American Locomotive Co. 
Electro-Motive Corp. 
Baldwin Locomotive Works 
Company Shops 
Electro-Motive Corp. 
American Locomotive Co. 
Baldwin Locomotive Works 
Lima Locomotive Works 
American Locomotive Co. 


Lima Locomotive Works 
Electro-Motive Corp. 


American Car & Foundry 
Magor 


Pullman-Standard 

Magor 

General American 
American Car & Foundry 


Bethlehem Steel Co. 
Pressed Steel Car 
Pressed Steel Car 
American Car & Foundry 
Pullman-Standard 
Pullman-Standard 


Company Shops 
Company Shops 
General American 
Haffner-Thrall 


Greenville Steel Car 


St. Louis Car 
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hp. and one of 4,050 hp.) ordered during 
the whole of 1941. Of the 22,660 freight 
cars ordered, the railroads placed 21,853 
(3,973 with company shops and 17,880 with 
car builders), industrial companies and 
private car lines 252 and U. S. Government 
departments 555. Purchases included 7,127 
box cars, 10,560 hopper cars, 3,293 gondola 
cars, 1,497 flat cars, 150 tank cars, 25 
cabooses and eight miscellaneous cars. 


Car Orders Confined to 13 Designs 

During March the War Production 
Board’s Transportation Equipment Branch, 
announced that it will hereafter recommend 
the allocation of freight-car steel only for 
the construction of cars conforming to the 
designs and specifications set forth in last 
fall’s report on the Car Construction Com- 
mittee of the Mechanical Division, Associa- 
tion of American Railroads. This report 
recommended that, during the emergency, 
orders for new freight cars conform to 13 
designs (reviewed in Railway Age, No- 
vember 15, 1941—page 789). The policy 
is applicable to all orders placed after the 
first of this year and to prior orders sched- 
uled for delivery late this year for which 
materials have not already been processed 
or received. All car builders are requested 
to supply each other with necessary draw- 
ings and patterns. 


Car Building Program Lags Seriously 

The freight car deliveries situation dur- 
ing the first three months of 1942 was im- 
paired considerably due to the wide diver- 
gence between the promises and perform- 
ance of the government in making materials 
available for new car construction. A total 
of 9,000 cars had been planned for January 
delivery and a program of 36,000 cars 
planned for the following three months, 
February-April, inclusive, for which latter 
program the WPB granted priorities. Rail- 
road company shops were to deliver 1,500 
cars during each of the first four months 
and contract car builders 7,500 in January, 
9,500 in February and 11,000 each in March 
and April. 

Deliveries of railroad company shops are 
not available, but reliable estimates indicate 
that about 1,500 cars per month were com- 
pleted therein during the first quarter. Con- 
tract car builders completed 6,240 cars in 
January, and 7,730 in February, which were 
1,260 and 1,770, respectively, fewer than 
planned. Preliminary estimates of March 
deliveries by contract builders totaled 7,700 
cars, which will be 3,300 fewer than plan- 
ned. In addition, reports from the field in- 
dicate a severe decline in production dur- 
ing the latter part of March with the erec- 
tion tracks of at least five car builders 
shut down. 

No decision was announced during March 
concerning the tentative recommendations 
made by the Office of Defense Transporta- 
tion to the WPB in February calling for 
allocation of materials for the construction 
of 130,000 freight cars during the last 
eight months of 1942, but it is generally 
expected that the size of this program wil! 
be greatly reduced. Whatever its ultimate 
size, there is considerable skepticism as to 
whether the flow of materials to complete 
it will be any more satisfactory than for 
the current program. 

To plan production efficiently, the car- 
building industry should have materials 30 





720 


to 60 days in advance, and some over-all 
program is necessary with the materials to 
complete it definitely set aside and delivered 
each month. 


LOCOMOTIVES 


THe WeEsTERN PaciFic is inquiring for 
six steam locomotives of 4-8-4 wheel ar- 
rangement. 


Tue Bessemer & LAKE ERIE is inquir- 
ing for seven steam locomotives, including 
five of 2-10-4 wheel arrangement and two 
of 0-8-0 wheel arrangement. 


Tue Ba.tpwin Locomotive Works de- 
livered a total of 62 locomotives, includ- 
ing steam, Diesel-electric and electric en- 
gines, to American and foreign railroads, 
industries and governments during the first 
three months of 1942. The company had 
a backlog of 295 locomotives on its books 
as of March 31, of which 89 represent or- 
ders received since January 1. Included 
in this backlog are 203 steam locomotives 
and 92 electric or Diesel-electric locomo- 
tives. Many of these are for foreign de- 
livery, including railroads in Mexico, Bo- 
livia, Colombia, Chile, Alaska and India. 
Numerous others are destined for use by 
American manufacturing and mining com- 
panies and by the United States govern- 
ment. 


FREIGHT CARS 


THe LenicH & New ENGLAND was er- 
roneously reported to be considering the 
purchase of new freight cars in the Rail- 
way Age of March 28. 


DIRECTORS OF THE GREAT NorTHERN have 
authorized the expenditure of $3,500,000 
for the purchase of 1,000 ore cars of 75- 
tons capacity. 


Tue Itrnors CENTRAL is inquiring for 
1,000 steel hopper cars of 50 tons’ capacity. 
The directors of this road were reported 
to have approved a large locomotive and 
freight car buying program in the Railway 
Age of March 28. 


THe NATIONAL RAILways OF Mexico 
have ordered 500 50-ton box cars from the 
American Car & Foundry Co. This brings 
to 1,470 the number of cars currently pur- 
chased, the total orders for which were 
placed as follows: 
500*—50-ton box cars—Magor Car Corporation. 
ee gondola cars—Magor Car Corpora- 

10n. 
70*—30-cu. yd. air-dump cars—Magor Car Cor- 


poration. 
200*—50-ton tank cars—American Car & Foun- 


dry Co. 
500 a box cars—American Car & Foundry 
0. 


* Previously reported. 


SIGNALING 


THE Reaprnc has placed an order with 
the General Railway Signal Company cov- 
ering block signal and interlocking materi- 
als to be used between Park Junction, Pa., 
and Nicetown, between Tabor Junction 
and Jenkintown, between Lansdale and 
Bethlehem, between Reading and Glad- 
wyne, and between Trenton and Newton 
branches. The order includes 243 Type 
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SA searchlight signals, 97 Type G trian- 
gular color light signals, 51 Type ME 
color light dwarfs, 46 Type E horizontal 
color light signals, instrument cases, 
switch circuit controllers, trarisformers, 
rectifiers and Type K relays. 

The Reading has also placed an order 
with the General Railway Signal Company 
covering block signal and interlocking ma- 
terials for a signal rehabilitation program 
between Reading, Pa., and Lurgan. The 
order includes 95 Type SA searchlight 
signals, 22 Type G triangular color light 
signals, 10 Type. E horizontal color light 
signals, 8 Type ME color light dwarf 
signals, instrument cases, switch circuit 
controllers, transformers, copper-oxide rec- 
tifiers, time releases, forced down locks 
and Type K relays. 

The Reading has also contracted with 
the General Railway Signal Company for 
block signal materials for signaling be- 
tween Reading, Pa., and Allentown. The 
order includes 42 Type SA searchlight sig- 
nals, instrument cases, copper-oxide recti- 
fiers, transformers, switch circuit control- 
lers and Type K relays. 


IRON & STEEL 


Tue Missourt Paciric has been author- 
ized by the district court to purchase 60,- 
000 tons of rails, of which 15,000 tons of 
112-lb. rails will be delivered in 1942 and 
45,000 tons of 112-lb. and 90-Ib. rails will 
be delivered in 1943. 


February Locomotive Shipments 


February shipments of railroad loco- 
motives totaled 100 as compared with 89 in 
January and 44 in February, 1941, accord- 
ing to reports received by the Department 
of Commerce’s Bureau of the Census from 
builders other than railroad shops. Ship- 
ments for this year’s first two months 
totaled 189 locomotives, compared with 108 
in the like 1941 period. The former figure 
included 47 steam, three electrics, 123 Die- 
sel-electrics, and 16 of other types. 

Unfilled orders at the end of February 
totaled 1,278 locomotives, as compared with 
1,199 at the end of January and 515 as 
of February 28, 1941. 

Data supplied by the Car Service Di- 
vision, A'ssociation of American Railroads, 
on locomotive building in railroad shops 
show that five locomotives (all steam) 


were thus produced in February, as com- 


pared with a like number (two steam and 
three electrics) in January and one (steam) 
in February, 1941. As of March 1 rail- 
road shops had unfilled orders for 34 loco- 
motives, including 18 steam and 16 electrics. 


Construction 





ILLINoIs CENTRAL.—A contract has been 
awarded the Ross and White Company, 
Chicago, for a Red Devil locomotive coaler 
to be installed at Louisville, Ky. 


TERMINAL RAILROAD ASSOCIATION OF 
St. Lours.—A contract has been awarded 
the Ross and White Company, Chicago, for 
a Red Devil locomotive coaler to be in- 
stalled at St. Louis, Mo. 


April 4, 1942 


Supply Trade 








The Navy “E” pennant was 
awarded to the Ardco Manufac- 
turing Company in North Bergen, 
N. J., on March 26; to the Electric 
Storage Battery Company in 
Philadelphia, Pa., on March 28; and 
to the American Car & Foundry 
Company’s Wilmington, Del., plant 
on April 2. This coveted emblem, 
in the form of a blue flag upon 
which appears a navy anchor and 
the letter “E,” is awarded by the 
United States Navy for production 
achievement. 











Charles D. Cavett has been appointed 
advertising and sales promotion manager 
for the Cummins Diesel Engine Cor- 
poration of New York. 


Hynes Sparks has been appointed vice- 
president in charge of railway sales of the 
Symington-Gould Corporation. He 
was formerly manager of eastern sales. 


Edward Payson Bullard, III, has 
been elected vice-president in charge of 
manufacturing of the Bullard Company, 
makers of machine tools at Bridgeport, 


Edward Payson Bullard, Ill 


Conn. John A. Bullard, son of the late 
A. H.. Bullard, who was treasurer of the 
company, and J. W. C. Bullard, Jr. 
whose father is vice-president in charge of 
research, have been elected to the board of 
directors. E. P. Bullard, III, whose father 
is president of the firm, was graduated 
from Yale University in 1932 and attended 
the Harvard School of Business Adminis- 
tration. He is the designer of the Bullard 
cut master vertical turret lathe, developed 
a descaling machine for the Bullard-Dunn 
metal cleaning process, and has developed 
and designed many tools for the company 
and its customers. John A. Bullard, sales 
engineer for the company, is a graduate of 
Swarthmore College. At first associated 
with the Carpenter Steel Company at 
Reading, Pa., and the Billings & Spencer 
Co. at Hartford, Conn., he has been with 
the Bullard Company for 11 years. J. W. 
C. Bullard, Jr., who graduated from Le- 
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high University, is on the staff of the 
purchasing department. 


B. W. Clark, formerly vice-president 
in charge of the merchandising division, has 
been appointed vice-president in charge of 
sales of the Westinghouse Electric & 
Manufacturing Co. He succeeds Ralph 
Kelly, who resigned to become executive 
vice-president of the Baldwin Locomotive 
Works (Railway Age, March 7). In ad- 
dition to supervising the sale of apparatus, 
Mr. Clark will be responsible for co-ordi- 
nating all sales of the Westinghouse Com- 
pany and its subsidiaries. He will trans- 
fer his headquarters from Mansfield, Ohio, 
to Pittsburgh, Pa. 

Mr. Clark, who is also president of the 
Westinghouse Electric Supply Company, 
attended the University of Michigan. He 
has been engaged in electrical wholesaling 
and merchandising for 35 years. In 1906 
he joined the Robertson-Cataract Electric 
Company at Buffalo, N. Y. In 1925 he 
became a special representative of the West- 
inghouse Electric Supply Company, and 
four years later was made general man- 
ager. In 1932 he was made vice-president 
and director, and five years later elected 
president of the supply company. He was 
elected vice-president of the Westinghouse 
Electric & Manufacturing Co., heading its 
merchandising activities, in January, 1941. 


Joseph W. Motherwell, formerly vice- 
president, treasurer and general manager, 
has been elected president of the Ashton 
Valve Company. He will continue to 
hold the office of treasurer. Henry B. 





Joseph W. Motherwell 


Nickerson, vice-president, has been elect- 
ed vice-president and general manager, to 
succeed Mr. Motherwell. 

Mr. Motherwell began his career in 1888 
as an apprentice with the Troy Laundry 
Machine Company, remaining as machin- 
ist and tool maker until 1890. He served 
as machinist and engine erector for the H. 
W. Caldwell Company from 1891 to 1893 
and as erector, field engineer and railroad 
department salesman for Fairbanks, Morse 
& Co. from 1893 to 1904. He joined the 
Ashton Valve Company in 1904, serving 
as a salesman until 1911 and as vice-presi- 
dent and manager of the railroad depart- 
ment from 1911 to 1921, in which latter 
year he was elected vice-president, treas- 
urer and general manager. 


RAILWAY AGE 


During his earlier career, Mr. Nickerson 
had been associated with the American 
Steam Gage Company from 1898 to 1923; 
with the American Schaeffer & Budenberg 
Corporation from 1923 to 1928; and with 
the Consolidated Ashcroft Hancock Com- 





Henry B. Nickerson 


pany from 1928 to 1931. He joined the 
Ashton Valve Company as vice-president 
in charge of sales in 1931. 


OBITUARY 


David M. Craig, for many years an 
official of the Koppers Company, died sud- 
denly in his office on March 26. He was 
67 years old. Mr. Craig, a graduate of 
Princeton University, was employed for 
several years by the Pittsburgh & Western 
railroad and was also associated with the 
Pennsylvania railroad as an engineer for 
15 years. He joined the Koppers organi- 
zation as engineer in the construction de- 
partment in 1915. 


TRADE PUBLICATIONS | 


KrinneAaR Roiitrnc Doors.—A 40-page 
catalog describing the complete line of 
Kinnear rolling doors, rolling grilles, fire 
doors and shutters, bifolding doors, wood 
rolling partitions and door operating equip- 
ment and accessories has been published 
by the Kinnear Manufacturing Company, 
Columbus, Ohio. The catalog is attrac- 
tively printed and illustrated with numerous 
photographs and drawings of door instal- 
lations. Complete specifications, construc- 
tion details and methods of installing the 
various types of doors are provided or ex- 
plained. 


LeTourNEAU LITERATURE.—R. G. Le- 
Tourneau, Inc., Peoria, Ill., has published 
a 32-page catalog and three new folders. 
The catalog describes the complete line of 
LeTourneau earth-moving equipment, in- 
cluding power-control units, carryall scrap- 
ers, Tournapulls, bulldozers, angledozers, 
rooters, Tournacranes and sheep’s foot roll- 
ers. The catalog is attractively printed in 
color and well illustrated with numerous 
construction photographs. The folders fea- 
ture correct job methods, LeTourneau 
equipment in war projects, and various in- 
dustrial uses for such equipment. They 
also are well illustrated with actual con- 
struction photographs. 
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Finaneial 





Bancor & AroostooK.—Bonds.—This 
company has been granted authority by 
Division 4 of the Interstate Commerce 
Commission to procure the authentication 
and delivery of $8,000,000 of consolidated 
refunding mortgage four per cent gold 
bonds to be held in its treasury. Details 
of the purposes for which the issue will 
be used were set out in the Railway Age 
of March 14, page 569. 


Boston & MatIne.—Annual Report.— 
The 1941 annual report of this road shows 
net income, after interest and other 
charges, of $5,052,194, as compared with 
a net income of $1,152,197 in 1940. Select- 
ed items from the income account follow: 


Increase 
or 
Decrease 
Compared 
1941 with 1940 


$59,203,411 +$11,605,619 


RatLway OPERATING 
REVENUES 





Maintenance of way 


and structures 7,347,928 $1,545,343 
Maintenance of 

equipment 8,578,288 +1,499,611 
Transportation 21,327,700 +2,548,863 





TotTat OPERATING 
ExPENSES 


40,297,472 
Operating ratio 68.07 


+6,039,480 
—-3.90 





Net REVENUE FROM 





























OPERATIONS . 18,905,939 +5,566,139 
Railway tax accruals 5,038,031 +1,376,977 
Railway operating d 

income 13,867,908 +4,189,162 
Net Rents—Dr. 3,375,311 +631,806 
Net RAILtway : 
OPERATING INCOME 10,492,598 +3,557,356 
Other income 1,322,005 +161,784 
Torat INCOME 11,814,603 +3,719,140 
Rent for leased roads 1,327,916 +82,910 
Interest on fund a 
debt (fixed interest) 3,123,587 —914,545 
Totat Frxep CHARGES 4,604,525 —1,233,602 
Net IncoME 5,052,194 +3,899,996 
Disposition of net 

income: : 

Income applied to 

sinking and other = 
reserve funds | 1,161,972 +482,870 
Income appropriated 

for investment in 

hysical property .. | ae 
Misceliancous appro- 

priations of income 1,838,810 +1,838,810 
Totat APPROPRIATIONS 

oF INCOME 3,996,293 +2,321,680 
BALANCE TRANSFERRED 

To ProFit AND Loss 3 
(Credit) $1,055,901  +$1,578,317 


The Boston & Maine paid the largest 
tax bill in its history in 1941. The road 
was assessed $5,063,028 in 1941, nearly 
$1,500,000 more than in 1940. Last year 
the road also established three new all-time 
records for operating efficiency. In gross 
ton miles per train hour the road produced 
30,076 in 1941. The report states that “the 
effort to build up this item of efficiency 
was begun in the year 1923 when the per- 
formance amounted to 10,581.” 

Another new record was established in 
the conservation of fuel during the year 
when only 94 Ib. of coal were consumed 
per 1,000 gross-ton-miles, a decrease of 
4.1 per cent under the 1940 figure. In 
handling its equipment, the road in 1941 
increased its average miles per serviceable 
freight locomotive per day to 106, or 10.3 
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per cent above the corresponding figure for 
1940. In passenger service, the correspond- 
ing performance was increased from 124.7 
in 1940 to 127.9 in 1941. 


BurLINGTON-Rock IsLanp. — Abandon- 
ment.—This company has been authorized 
by Division 4 of the Interstate Commerce 
Commission to abandon that portion of its 
branch line extending northwesterly from 
Mexia, Tex., to Hubbard, 22.5 miles. 


CALIFORNIA WESTERN RAILROAD & 
NAvIGATION. — Abandonment. — This com- 
pany has asked the Interstate Commerce 
Commission for authority to abandon its 
Glen Blair branch extending from Glen 
Blair Junction, Calif., to Glen Blair, 3.2 
miles. Previously, on March 11, 1937, the 
commission had denied this same applica- 
tion, but the company now informs the 
commission that the protestants are no 
longer opposed to the abandonment of the 
branch line. 


CANADIAN NATIONAL.—Annual Report— 
The 1941 annual report of this company 
shows net income of $5,438,961 after in- 
terest and other charges, as compared with 
net deficit of $15,384,570 in 1940. Selected 


items from the income account follow: 


Increase 
or 
Decrease 
Compared 
RAILWAY OPERATING 1941 with 1940 
REVENUES $304,376,778 +$56,849,553 





Maintenance of way 























and structures © 47,072,688 +7,070,267 
Maintenance of 
, equipment — 55,148,688 +7,022,300 
Transportation 118,081,060  +19,420,888 
ToTAL OPERATING 

EXPENSES 237,768,437 +35,248,624 
Net REVENUE FROM 

OPERATIONS 66,608,341  +421,600,929 
Railway tax accruals 6,926,513 +680,557 
Railway operating 

income 59,681,828 +20,920,372 
Hire of freight cars 

—Dr. 3,460,502 +1,249,657 
Joint facility rents 

—Net Dr. 585,569 —11,554 
Net RAttway 

OPERATING INCOME 55,626,577 +19,662,169 
Other income 12,247,025 +714,056 
IncoME AVAILABLE FOR 

Fixep CHARGES 58,601,315 +420,680,597 
Rent for leased : 
roads and equipment 1,499,376 +32,049 
Interest on funded 

debt—Public 44,698,227 —4,003,297 
ToTraL Fixep CHARGES 53,162,354 -142,934 





Net Income $5,438,961 +4$20,823,531 





The financial showing above was better 
than in any previous year in the system’s 
history, it was pointed out by company of- 
ficers. The cash surplus of the system for 
1941, after the payment of taxes and inter- 
est paid to the public and the government, 
was $4,016,000, an improvement of $21,000,- 
000 over 1940. The railroad moved the 
largest tonnage of freight in its history, 
transporting the equivalent of 27,199 mil- 
lion tons one mile, an effort 20 per cent 
greater than in the previous peak of 1928. 
While passenger revenue increased 47 per 
cent, passenger miles increased 57 per cent, 
with an average revenue per passenger mile 
of 1.8 cents, an all-time low. The C. N. 
operating ratio was 78.12 per cent, the low- 
est on record. The report said there is 
“some shortage of labor, particularly among 
the shop crafts and shortages of material 
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are bound to occur ... but these diffi- 
culties should not be insurmountable.” 


CENTRAL oF GeEorGIA.—Abandonment.— 
This company would be permitted to aban- 
don a line of railroad extending from 
Statesboro, Ga., to Metter, 19.5 miles, if 
Division 4 of the Interstate Commerce 
Commission adopts a recommended report 
of its Examiner R. Romero. 


CENTRAL OF New Jersey.—L. C. & N. 
Trackage—Federal Judge Guy L. Fake at 
Newark, N. J., has set April 9 as the date 
before which trustees of the Central of 
New Jersey must affirm or reject the pres- 
ent lease agreement between the railroad 
and the Lehigh Coal & Navigation Com- 
pany covering operation of the Lehigh & 
Susquehanna by the Central. The rent 
paid for the L. & S. by the latter is ap- 
proximately $2,700,000 per annum and con- 
stitutes a major source of income for the 
L. C.& N. According to Robert V. White, 
president of Lehigh, the Navigation com- 
pany has plans to operate the L. & S. it- 
self if the lease is rejected by the Central. 
Presumably the Navigation company would 
place the road in the hands of its subsidi- 
ary, the Lehigh & New England, which 
connects with the L. & S. at several points. 


CHESAPEAKE & OHIO. — Changes in 
Board of Directors—Proxies sent out to 
stockholders by the Chesapeake & Ohio for 
election of the board of directors at the 
annual meeting on April 21 reveal that five 
new directors are slated to be chosen to 
replace directors who have resigned or are 
being dropped from the board. The new 
directors proposed are William H. Lips- 
comb, Leesburg, Va.; James M. Nicely of 
the Guaranty Trust Company, New York; 
Carl E. Newton, New York; Joseph P. 
Routh, New York; and Herbert Fitzpat- 
rick, former C. & O. chairman who re- 
signed a year ago. Scheduled to retire 
from the board are: Frank B. Bernard, 
Muncie, Ind.; Homer L. Ferguson, New- 
port News, Va.; John M. Miller, Jr., Rich- 
mond, Va.; J. L. Dickinson, Charleston, 
W. Va.; John B. Hollister, Cincinnati, 
Ohio; and Ralph C. Gifford, Louisville, 
Ky. All other members of the existing 
board, including Brigadier General Leo- 
nard P. Ayres, and Allan P. Kirby, who 
were recently appointed directors to fill 
vacancies, are slated for re-election. 


CuHIcAGo, MILWAUKEE, St. PAvuL & 
Paciric. — Substitution of Equipment in 
Equipment Trust——This company has asked 
the Interstate Commerce Commission to 
amend its certificate and order in Finance 
Docket No. 13216 so as to show that it 
will purchase six coaches instead of the 
six parlor cars already authorized. The 
supplemental application explains that the 
company has been unable to get priorities 
on the materials for the parlor cars but 
feels that it can get them on the coaches. 
It also declares that the cost of the coaches 
will be approximately the same as that of 
the parlor cars, or about $240,000. The 
original amount of the equipment trust 
which was authorized early last year was 
$3,120,000. 


Cotorapo & SouTHERN.—Reorganization. 
—This company has filed an application 
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with the Interstate Commerce Commission 
requesting that a supplemental order be 
entered in Finance Docket No. 8350 au- 
thorizing it to reduce the rate of interest 
of its general mortgage 4% per cent gold 
bonds, series A, of 1980, to four per cent 
and to provide for their payment at the 
rate of 114 per cent per year fixed interest 
and 2% per cent per year contingent in- 
terest according to the terms of the com- 
pany’s current interest reduction plan now 
pending before the commission. 


DeLawarRE & Hupson.—Annual Report. 
—The 1941 annual report of this road 
shows net income, after interest and other 
charges, of $3,024,420, an increase of $2,- 
261,990 as compared with net income in 
1940. Selected items from the income ac- 
count follow: 





Increase 
or 
Decrease 
Compared 
1941 with 1940 
Rattway OPERATING 
REVENUES $34,170,493  +$7,395,183 
Maintenance of way 3,510,144 +720,602 
Maintenance of 
equipment 6,240,570 +1,259,727 
Transportation 11,460,621 +1,770,432 





ToTAL OPERATING 
EXPENSES 


+3,824,336 
Operating ratio —4.1 


22,767,796 
66.6 





Net REVENUE FROM 




















OPERATIONS 11,402,697 +3,570,84) 
Railway tax accruals 2,337,675 +524,895 
Equipment rents—Net Dr. 395,964 +128,125 
Joint facility 

rents—Net Dr 171,323 +39,350 
Net RAILway 

OPERATING INCOME 8,497,736 +2,878,478 
Other income *11,214 —127,018 
INCOME AVAILABLE 

FOR INTEREST, Etc. 8,486,521 +2,751,460 
Rent for 

leased roads 1,756,061 —20,200 
Interest on 

funded debt 1,997,941 —7,059 
TotTaL DEDUCTIONS 

FRoM Gross INCOME 5,462,101 +489,469 
Net INcoME $3,024,420  +$2,261,990 





* Deficit. 


DetawarE & Hupson.—Bond Maturi- 
ties —That this road may avail itself of 
the provisions of the Chandler Act (which 
will probably be re-enacted by Congress) 
to adjust its obligations with respect to 
maturity of Delaware & Hudson first and 
refunding 4’s due May 1, 1943, is indicated 
by President J. H. Nuelle in his annual 
report to stockholders. Pointing out that 
this maturity constitutes “the principal 
financial problem” of the road, he said that 
the board of managers on November 26 
created a committee to study the maturity 
and recommend a plan to meet it. He 
promised that “in due course when it is 
felt to be in the best interest of security 
holders of this company, a fair and equit- 
able plan to provide for its maturity will 
be proposed.” Of the $50,000,000 issue 
originally authorized, $47,769,000 is now 
outstanding in public hands. 

Mr. Nuelle also pointed out that the 
Delaware and Hudson Company and the 
Delaware & Hudson Railroad Corporation 
have substantially reduced funded debt dur- 
ing recent years and that both companies 
are no longer liable for any funded debt, 
direct or guaranteed, which is not “railroad 
debt.” These companies formerly had large 
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obligations with respect to coal mines, 
street railway lines, etc. 


DELAWARE, LACKAWANNA & WESTERN. 
—Annual Report.—The 1941 annual report 
of this road shows net income, after in- 
terest and other charges, of $3,671,698, an 
increase of $3,466,421 as compared with net 
income in 1940. Selected items from the 
income account follow: 





























Increase 
or 
Decrease 
Compared 
1941 with 1940 
RaAILwAy OPERATING 
REVENUES $61,111,461  +4$9,219,385 
Maintenance of way 4,568,448 +868,167 
Maintenance of 
equipment 10,493,947 +869,503 
Transportation 25,175,907 +1,778,193 
ToTAL OPERATING 
ExPENSES 43,331,771 +3,516,779 
Net REVENUE FROM 
OPERATIONS 17,779,590 +5,702,606 
Railway tax accruals 7,161,632 +1,813,307 
Railway operating 
income 10,617,958 +3,889,299 
Equipment rents—Net Dr. 600,130 +122,748 
Joint facility 
rents—Net Cr. 107,969 +13,622 
Net RAILWAY 
OPERATING INCOME 10,125,797 +3,780,173 
Other income 1,328,733 —56,857 
Gross INCOME 11,454,530 +3,723,317 
Rent for leased 
roads and equipment 7 oi WY.) a a ee a 
Interest on 
funded debt 223,598 —36,441 
ToTtat FixEp CHARGES 7,629,324 +177,098 
Net INCOME $3,671,698  +$3,466,421 





DuLutH, MIssaBE & IRON RANGE.—An- 
nual Report—The 1941 annual report of 
this company shows net income of $13,561,- 
652 after interest and other charges, an in- 
crease of $2,586,727 as compared with net 
income in 1940. Selected items from the 
income statement follow: 


























Increase 
or 
Decrease 
Compared 
RAILWAY OPERATING 1941 with 1940 
REVENUES $36,532,417  +$8,977,733 
Maintenance of way* 3,052,630 +691,482 
Maintenance of 
equipment 3,368,181 +601,698 
Transportation 5,999,320 +1,422,461 
ToTAL OPERATING . 
EXPENSES* 12,879,867 +2,722,930 
Net REVENUE FROM 
OPERATIONS* 23,652,551 +6,254,804 
Railway tax accruals{ 2,677,993 +742,015 
Net Raitway 
OpreraTING INcOME* 14,437,514 +2,559,300 
Other income 24,448 —40,234 
Gross INcomE* 14,761,962 +2,519,066 
Rent for 
leased roads 461 +42 
Interest on 
funded debt 1,006,103 —35,191 
TotaL FIxEp 
CHARGES 1,017,275 —43,448 
Net INcoME $13,561,652  +$2,586,727 





* Exclusive of loss on retirement or sale of 
road amounting to $126,162.05. 

+ Exclusive of Federal income and excess profits 
taxes, 


FLoripa East Coast.—Authorized to act 
for both trustees—Scott M. Loftin, co- 
trustee of the Florida East Coast has been 
authorized to act for both trustees until 
such time as a successor to Edward W. 
Lane, co-trustee who died on March 23, 
can be appointed. 
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Great NorTHERN.—Resumption of Oper- 
ation—This company has asked the Inter- 
state Commerce Commission for authority 
to resume operation of its lines between 
Kalispell, Mont., and Marion, 23 miles, 
and between Kalispell, Mont., and Somers, 
9.7 miles. At the same time the company 
requested permission from the commission 
to purchase or lease from its subsidiary, 
the Glacier Park Hotel Company, and to 
operate as a common carrier a 7.3-mile ex- 
tension southerly from Marion, Mont., 
which the Somers Lumber Company made 


.subsequent to July 1, 1934, and which the 


Glacier Park Hotel Company now owns 
and operates as a part of its private rail- 
road operations. 


ILLINOIS CENTRAL.—A bandonment.—This 
company would be authorized to (1) aban- 
don that portion of its Carondelet branch 
extending from Belleville, Ill., to North 
Dupo, 10.4 miles; and (2) abandon opera- 
tion over that portion of the branch from 
North Dupo, Ill., westwardly to the end of 
the line near the Mississippi River, 3.2 
miles, if Division 4 of the- Interstate Com- 
merce Commission adopts a proposed re- 
port of its Examiner R. Romero. 


Lone Istanp.—Annual Report. — The 
1941 annual report of this company shows 
net loss, after interest and other charges, 
of $1,290,686, an increase of $74,570 as 
compared with net loss in 1940. Selected 
items from the income account follow: 





Increase 
or 
Decrease 
Compared 
1941 with 1940 
RAILWAY OPERATING 
REVENUES $26,839,398  +$1,610,189 
Maintenance of way 2,831,429 +361,881 
Maintenance o 
equipment 4,230,782 +117,388 
Transportation 12,036,449 +454,898 





ToTAL OPERATING 
EXPENSES 


19,784,572 +1,006,758 
Operating ratio 73.7 —0.7 





Net REVENUE FROM 























OPERATIONS 7,054,826 +603,431 

Railway tax accruals 4,061,309 +97,618 

Railway operating 

income 2,993,517 +505,813 

Hire of equipment—Dr. 1,151,728 +478,533 

Joint facility 

rents—Dr. 1,073,907 +17,288 

Net RAILway 

OPERATING INCOME 767,881 +9,993 

Other income 336,561 —67 ,830 

Gross INCOME 1,104,442 —57,836 

Rent for 

leased roads 195,000 +56,250 

Interest on 

funded debt 2,045,534 +42,957 

TotAL DeEpucTIONs 

FROM GROss INCOME 2,395,128 +16,734 

Net Dericir $1,290,686 +$74,570 
Missourt Paciric.—Equipment Trust 


Certificates—This company has asked the 
Interstate Commerce Commission for au- 
thority to assume liability for $2,240,000 
of equipment trust certificates maturing in 
10 equal annual installments of $224,000 
on April 15 in each of the years from 1943 
to 1952, inclusive. The proceeds will be 
used as part of the purchase price of new 
equipment costing a total of $3,749,844 and 
consisting of 750 50-ton, 40 ft. 6 in. all- 
steel box cars; 200 50-ton, 50 ft. 6 in. all- 
steel box cars; 50 50-ton, 50 ft. 6 in. 
all-steel box cars, equipped with high speed 
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trucks for passenger service; 50 70-ton, 
65 ft. all-steel mill type gondola cars; and 
50 50-ton, 50 ft. all-steel flat cars. 

Equipment Trust Certificates of the St. 
Louis, Brownsville & Mexico—The trus- 
tee of the Missouri Pacific has asked the 
commission for authority to permit the St. 
Louis, Brownsville & Mexico to assume 
liability for $1,290,000 of equipment trust 
certificates maturing in 10 equal annual in- 
stallments of $129,000 on April 15 in each 
of the years from 1943 to 1952, inclusive. 
The proceeds will be used as a part of the 
purchase price of new equipment costing a 
total of $2,150,551 and consisting of 250 
50-ton, 40 ft. 6 in. all-steel box cars; 400 
50-ton, 45 ft. steel low side flat bottom 
gondola cars; and 50 50-ton, 50 ft. all- 
steel flat cars. 

Equipment Trust Certificates of the Mis- 
souri-Illinois—The trustee of the Missouri 
Pacific has asked the commission for. au- 
thority to permit the Missouri-Illinois to 
assume liability for $390,000 of equipment 
trust certificates, maturing in five equal 
annual installments of $78,000 on April 15 
in each of the years from 1943 to 1947, 
inclusive. The proceeds will be used as a 
part of the purchase price of new equip- 
ment costing a total of $657,406 and con- 
sisting of 100 50-ton, 40 ft. 6 in. all-steel 
box cars; 50 50-ton, 29 ft. 3 in. all-steel 
covered hopper cars; and 50 50-ton, 45 ft. 
all-steel low side flat bottom gondola cars. 

Equipment Trust Certificates of the In- 
ternational-Great Northern—The trustee 
of the Missouri Pacific has asked the com- 
mission for authority to permit the Inter- 
national-Great Northern to assume liabil- 
ity for $630,000 of equipment trust certifi- 
cates, maturing in 10 equal annual install- 
ments of $63,000 on April 15 in each of 
the years from 1943 to 1952, inclusive. The 
proceeds will be used as a part of the pur- 
chase price of new equipment costing a 
total of $1,062,886 and consisting of 100 
50-ton, 40 ft. 6 in. all-steel box cars; 200 
50-ton, 45 ft. all-steel low side flat bottom 
gondola cars; and 50 50-ton, 50 ft. all- 
steel flat cars. 


New York CENTRAL.—Merger of the 
Dillonvale & Smithfield—The Lake Erie, 
Alliance & Wheeling, a wholly-owned sub- 
sidiary of the New York Central, would 
not be permitted to acquire control of the 
Dillonvale & Smithfield through the pur- 
chase of its stock and the merger of its 
properties, if Division 4 of the Interstate 
Commerce Commission adopts a proposed 
report of its Examiner Lucian Jordan. At 
the same time Examiner Jordan would 
deny the New York Central the right to 
operate the properties of the Dillonvale & 
Smithfield under lease from the Lake Erie, 
Alliance & Wheeling. At the present time 
the line is operated under lease to the 
New York Central. 

“There is nothing of record,” writes the 
examiner, “to show that the proposed ac- 
quisition of control and merger would be 
consistent with the public interest. That 
the contrary is the fact is indicated by the 
showing that the vendee proposes, in effect, 
to pay $200,000 for a line of railroad with 
an operating life of 10 years, which line 
may be leased for that period for $100,000. 
With due allowance for the salvage value, 
which may be considerably reduced by the 
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time the line is ready for abandonment, 
the applicants propose to waste approxi- 
mately $77,500 in the transaction.” 


SouTHERN Paciric.—Abandonment by 
the Visalia Electric—The Visalia Electric 
has asked the Interstate Commerce Com- 
mission for authority to abandon a line ex- 
tending from El Mirador, Calif., to Strath- 
more, 4.1 miles. 


SouTHERN PactFic.—Equipment Trust 
Certificates——This company has been au- 
thorized by Division 4 of the Interstate 
Commerce Commission to assume liability 
for $5,660,000 of 234 per cent equipment 
trust certificates, maturing in 10 equal an- 
nual installments of $566,000 on April 1 in 
each of the years from 1943 to 1952, in- 
clusive. The issue has been sold at 100.009 
to Salomon Brothers & Hutzler acting for 
itself and Dick & Merle-Smith and Stroud 
& Co. Inc., making the average annual 
cost to the company approximately 2.5 per 
cent. 


Texas & Paciric—Annual Report.— 
The 1941 annual report of this company 
shows net income of $3,546,001, after in- 
terest and other charges, an increase of 
$1,982,673 as compared with net income in 
1940. Selected items from the income ac- 


count follow: 

Increase 
or 
Decrease 
Compared 
with 1940 


+$6,343,112 


1941 
$32,839,670 


RAILWAY OPERATING 
REVENUES 





Maintenance of way 
and structures 3,679,083 
Maintenance of 

equipment 5,919,896 
Transportation 9,607,166 


+602,292 


+869,655 
+1,206,771 





ToTAL OPERATING 
EXPENSES 

Net REVENUE FROM 
OPERATIONS 

Railway tax accruals 


21,663,738 


11,175,932 
3,252,111 


+2,883,809 


+3,459,304 
+1,383,636 





Railway operating 
income 

Net rents 

Net RAILway 
OPERATING INCOME 
Other income 


7,923,822 
985,745 


6,938,074 
524,700 


7,462,774 


+2,075,668 
+13,286 


+2,062,382 
94,4 





Tota INCOME +1,967,966 





IncoME AFTER 


Fixep CHARGES 3,557,701 


3,546,061 


+1,982,673 
+1,982,673 





Net INcoME 





Union Pactric.—Abandonment by the 
Laramie, North Park & Western—The 
Laramie, North Park & Western, a sub- 
sidiary of the Union Pacific, would be 
denied the authority to abandon its entire 
line extending from Laramie, Wyo., to 
Coalmont, Colo., 111.4 miles, if Division 4 
of the Interstate Commerce Commission 
adopts a recommended report of its Exam- 
iner Jerome K. Lyle. 

“The line of the applicant,” writes the 
Examiner, “has not been profitably operated 
as an independent concern for many years. 
This fact was known by the Union Pacific 
when it applied for authority to purchase 
the capital stock and was recognized by 
the commission. . . . As previously indi- 
cated, the net railway operating income of 
the applicant considered as an independent 
carrier for the past six years was sub- 
stantially the same as that over the five 
years preceding the acquisition of its stock 
by the Union Pacific. That carrier never 
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expected that it would receive a return 
from its investment through dividends. 
The feeder value of the line was the im- 
portant consideration. While the feeder 
value to the parent company has been sub- 
stantial, it probably has not been as great 
as expected. It now appears that for the 
first time since the acquisition of control 
the traffic to be furnished by the line will 
be commensurate with that which might 
have been anticipated. Its operation having 
been continued through the lean years it 
should not be abandoned when there is 
every indication of better financial results, 
and when the need for rail service is cor- 
respondingly increased.” 

Protestants pointed out to the commis- 
sion that the line was needed now more 
than ever due to the fact that the trucking 
facilities which previously had served this 
territory would soon go out of existence 
because of the shortage of rubber. They 
also testified for the record that there were 
large deposits of strategic minerals along 
the line which must be gotten out for the 
war program. 


WasasH.—Annual Report—The 1941 
annual report of this road shows net in- 
come of $5,532,113, after interest and other 
charges, an increase of $7,868,012 compared 
with the 1940 figure. Selected items from 
the income account follow: 


Increase 
or 
Decrease 
Compared 
with 1940 


+$11,519,870 
+911,570 


+1,105,790 
+2,317,692 


1941 
$57,533,540 
6,889,880 


8,371,947 
20,270,706 


RAILway OPERATING 
REVENUES 





Maintenance of way 
Maintenance of 
equipment 
Transportation—Rail 





ToTAL OPERATING 
EXPENSES 

Net REVENUE FROM 
OPERATIONS 

Railway tax accruals 


39,337,305 


18,196,235 
5,110,863 


+4,631,759 


+6,888,111 
+2,372,272 





Railway operating 
income 


13,085,372 +4,515,839 
Net rents 


3,970,724 —45,465 





Net Rarttway 
OpErATING INCOME 


9,114,649 
Other income 


74,003 
9,788,652 
3,813,749 

$5,532,113 


+4,561,304 
+38,719 


+4,600,023 
—3,263,192 
+$7,868,012 





ToTaL INCOME 





Interest charges 





Net INcoME 





YosEMITE VALLEY.—Reorganization Plan 
Accepted—Division 4 of the Interstate 
Commerce Commission has certified to the 
United States district court for the south- 
ern district of California that considerably 
more than the requisite two-thirds of those 
creditors permitted to vote on the com- 
mission’s final plan of reorganization for 
this company have indicated their accept- 
ance of the plan. 


Average Prices of Stocks and Bonds 


Last Last 
: Mar. 31 week year 

Average price of 20 repre- 
sentative railway stocks... 24.88 25.93 29.98 
66.68 67.68 65.61 


Average price of 20 repre- 

sentative railway bonds.. 

Dividends Declared 

Norfolk & Western.—Adjustment Preferred, 
$1.00, quarterly, payable May 19 to holders of 
record April 30. 

Southern.—Mobile & Ohio Stock Trust Certifi- 
cates.—$2.00, semi-annually, payable April 1 to 
holders of record March 26. 


April 4, 1942 


Railway 
Officers 





EXECUTIVES 


Charles E. Kane, editor of the Illinois 
Central magazine, has been promoted to 
executive assistant, a newly created position, 
with duties pertaining to both the magazine 
and public relations and with headquarters 
as before at Chicago. H. B. Robertson, 
associate editor of the Illinois Central 
magazine, has been advanced to editor, 
succeeding Mr. Kane. 


Dennis Joseph Maley, whose promo- 
tion to assistant vice-president on the Erie, 
with headquarters at Cleveland, Ohio, was 
reported in the Railway Age of March 21, 
was born at Great Valley, N. Y., on April 
23, 1885, and took a business school and 
commercial course at Salamanca, N. Y. 
On May 8, 1905, he entered railway serv- 
ice as a shop timekeeper for the Erie at 
Salamanca and on June 1, 1916, he was 


Dennis Joseph Maley 


promoted to chief clerk to the superinten- 
dent at that point. During the first World 
War Mr. Maley served in the U. S. Army, 
returning to his former position on August 
1, 1919. On September 16, 1929, he was 
promoted to trainmaster at Meadville, Pa., 
and on December 1, 1932, he was advanced 
to assistant superintendent at Youngstown, 
Ohio. Mr. Maley was promoted to super- 
intendent of the Kent division on June 16, 
1933, and was later transferred ‘succes- 
sively to the Buffalo and Rochester and 
the New York Terminal divisions. On 
November 1, 1939, he was further ad- 
vanced to assistant general manager, East- 
ern district, with headquarters at Jersey 
City, N. J., and was later transferred to 
the Western district, with headquarters at 
Youngstown. On July 16, 1941, he was 
promoted to general manager of the West- 
ern district, with the same headquarters, 
which position he held until his recent pro- 
motion, effective March: 17. 


Gerald E. Duffy, commerce attorney 
for the Atchison, Topeka & Santa Fe at 
San Francisco, Cal., has been promoted to 
assistant to the president, with the -same 
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headquarters, succeeding John R. Hayden, 
who retired from active service on April 1. 
Mr. Duffy was born at Binghamton, N. 
“Y., on June 16, 1898, and entered railway 
service in 1915 as a stenographer for the 
Delaware, Lackawanna & Western, later 
serving as a stenographer on the Erie at 
Scranton, Pa. In 1918, he entered Case 
University at Cleveland, Ohio, and six 
months later, transferred to George Wash- 
ington University, Washington, D. C., 
where he worked for the U. S. Railroad 
Administration while attending the uni- 
versity. He then became secretary to W. 
L. McNenimen, member, U. S. Railroad 
Labor Board at Chicago, where he obtained 
his law degree from the Kent College of 
Law in 1921. Mr. Duffy entered the serv- 
ice of the Santa Fe in 1924 as an attorney 
at Chicago and in 1929 he was promoted to 
commerce attorney. In 1930 he was trans- 
ferred to San Francisco. 

Mr. Hayden was born at Bennville, Ind., 
on March 13, 1872, and entered railway 
service with the St. Louis-San Francisco as 
a student telegrapher, later serving in the 
same capacity with other western railroads. 





Gerald E. Duffy 


In 1894 he became a telegrapher of the 
Kansas City, Fort Smith & Memphis (now 
part of the St. Louis-San Francisco), later 
holding the positions of operator-agent and 
dispatcher. In 1899, Mr. Hayden went 
with the Santa Fe as a relief telegrapher at 
Las Vegas, N. M. For the next several 
years he held the positions of agent- teleg- 
rapher and agent at various points, being 
sent to Los Angeles, Cal., in 1905 as 
traveling freight agent. After two years in 
the latter capacity he was appointed in- 
dustrial agent and subsequently became as- 
sistant industrial commissioner for the 
system. In May, 1922, he was appointed as- 
pointed assistant traffic manager at San 
Francisco, and on August 1, 1936, he was 
promoted to assistant to the president, with 
the same headquarters. 


Leslie B. McDonald, general manager 
of the Southern Pacific, Pacific lines, with 
headquarters at San Francisco, Cal., has 
been promoted to vice-president in charge 
of operations, with the same headquarters, 
succeeding Joseph H. Dyer, who retired 
from active service on April. 1. Mr. Mc- 
Donald was born at Wylie, Tex., on Au- 
gust 26, 1883, and after a college education, 
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entered the service of the Texas lines of 
the Southern Pacific on May 5, 1902, in 
the accounting department at Victoria, 
Tex. Subsequently he served in the ac- 
counting department at Houston, Tex., then 
becoming chief clerk to the division engi- 





Leslie B. McDonald 


neer and later to the division superinten- 
dent. In 1909 Mr. McDonald. was ad- 
vanced to assistant superintendent at Vic- 
toria, where he remained until 1912, when 
he was promoted to superintendent of ter- 
minals at Houston. In 1917 he was trans- 
ferred to the El Paso division, with head- 
quarters at El Paso, Tex., and thence, in 
1918, to the Houston division of the Gal- 
veston, Harrisburg & San Antonio (now 
part of the Southern Pacific), with head- 
quarters at San Antonio, Tex. In 1925, 
he was promoted to assistant general man- 
ager of the Texas lines and on March 1, 
1930, he was further promoted to general 
manager. In September, 1937, Mr. Mc- 
Donald was elected vice-president and gen- 
eral manager of the Lines in Texas and 
Louisiana and in March, 1938, he was ap- 
pointed general manager of the Pacific lines, 
with headquarters at San Francisco. 

Mr. Dyer was born at Colfax, Cal., on 





Joseph H. Dyer 


March 13, 1872, and entered railway serv- 
ice in June, 1888, as a section laborer on 
the Nevada County Narrow Gauge, but 
went with the Southern Pacific a few 
months later as a brakeman and was then 
advanced successively to freight conductor 


2 
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and traveling conductor. In 1902 he was 
appointed general yardmaster at Sacra- 
mento, Cal., and in 1905 he was advanced 
to trainmaster. Mr. Dyer was promoted to 
superintendent of the Shasta division in 
1908, and was transferred to the Tucson 
division in 1911 and to the Sacramento di- 
vision in 1914. In 1916 he was. advanced 
to assistant general manager and in 1918 
he was promoted to general manager of the 
Pacific lines, with headquarters at San 
Francisco. In 1929 he was elected vice- 
president in charge of operations, which 
position he held until his retirement. Mr. 
Dyer has also been president of the Ogden 
Union Railway Company since 1929 and is 
a director of the Southern Pacific Golden 
Gate Company, the Sunset Railway Com- 
pany, the Northwestern Pacific, the Golden 
Gate Ferries, Ltd., and the Southern Pa- 
cific Railroad of Mexico. 


FINANCIAL, LEGAL AND 
ACCOUNTING 


H. J. Peterson, assistant auditor of 
freight accounts of the Union Pacific at 
Omaha, Neb., has been promoted to audi- 
tor of freight accounts, succeeding James 
W. White, who retired from active serv- 
ice on March 31. R. M. Sutton, assist- 
ant auditor of disbursements, has been ad- 
vanced to auditor of general and stations 
accounts and F. D. Whelan, assistant 
chief clerk in the disbursements accounting 
department, has been promoted to assistant 
auditor of disbursements, succeeding Mr. 
Sutton. 


Medard Kerr, assistant to the execu- 
tive vice-president of the Southern Pacific 
Lines in Texas and Louisiana, with head- 
quarters at Houston, Tex., has been ap- 
pointed local treasurer of the Southern 
Pacific Company, with headquarters at San 
Francisco, Cal., succeeding Clarence M. 
Scott, who retired from active service on 
April 1. P. J. Kendall, auditor of mis- 
cellaneous accounts of the Southern Pa- 
cific, Pacific lines, has been promoted to 


’ assistant general auditor, a newly created 


position, with headquarters at San Fran- 
cisco. 

Mr. Scott was born in Hamilton county, 
Ohio, on April 10, 1872, and from Febru- 
ary, 1889, to March, 1892, was manager of 
the Western Union telegraph office at 
Seymour, Ind. On the latter date, he en- 
tered railway service as a telegraph opera- 
tor on the Ohio & Mississippi (now the 
Baltimore & Ohio) at Seymour, later 
serving as secretary to the trainmaster and 
dispatcher. In February, 1896, he went 
with the Santa Fe, Prescott & Phoenix 
(now part of the Atchison, Topeka & Santa 
Fe) as secretary to the general freight and 
passenger agent at Prescott, Ariz., later 
serving as stenographer and clerk in vari- 
ous capacities in the office of the general 
manager and chief engineer. In August, 
1905, Mr. Scott went with the Arizona 
Eastern (now owned by the Southern Pa- 
cific) as secretary and chief clerk to the 
president, with headquarters at Tucson, 
Ariz., and two years later he was ad- 
vanced to superintendent of the Phoenix 
division. During the period of federal con- 
trol of the railroads, Mr. Scott served a's 
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federal manager of the Arizona Eastern 
and in March, 1920, he was appointed gen- 
eral manager. Two years later Mr. Scott 
was elected vice-president and general man- 
ager, and in October, 1924, he became as- 
sistant treasurer of the Southern Pacific 
Company, with headquarters at San Fran- 
cisco. His title was changed to local treas- 
urer on January 1, 1929, which position he 
held until his retirement. 


OPERATING 


J. V. Hughes has been appointed train- 
master of the Hudson and Mohawk divi- 
sions of the New York Central at Albany, 
bi fee A 


C. D. Haupt, trainmaster on the St. 
Louis division of the Pennsylvania at Terre 
Haute, Ind., has been appointed night train- 
master on the Philadelphia Terminal di- 
vision. 


Elmer L. Anderson, division engineer 
on the St. Louis-San Francisco at Spring- 
field, Mo., has been promoted to assistant 
to the general manager, with the same 
headquarters. 


G. O. Armstrong, transportation in- 
spector on the Illinois Central at Chicago, 
has been promoted to trainmaster at La 
Salle, Ill., succeeding E. C. Blanford, who 
has been granted a leave of absence because 
of illness. 


William A. Wood, general manager 
_of the New York, Ontario & Western, 
with headquarters at Middletown, N. Y., 
retired from active service on April 1. 
The office of general manager has been 
abolished. 


J. W. Smith, trainmaster on the Sea- 
board Air Line at Richmond, Va., has 
been promoted to assistant superintendent 
of the Virginia division, with headquarters 
at Richmond, Va. O. C. Bledsoe, as- 
sistant terminal trainmaster at Richmond, 
has been appointed terminal trainmaster at 
Richmond, succeeding J. R. Thorne, who 
succeeds Mr. Smith. 


James R. Branley, who resigned as 
general superintendent of the Minneapolis, 
St. Paul & Sault Ste. Marie, with head- 
quarters at Minneapolis, Minn., on August 
1, 1941, and who later served a short time 
as assistant superintendent on the Chicago, 
Rock Island & Pacific at Little Rock, Ark., 
has been appointed general manager of the 
Minneapolis, Northfield & Southern, with 
headquarters at Minneapolis, Minn., suc- 
ceeding James M. Baths, whose appoint- 
ment as deputy associate director of the 
Office of Defense Transportation, Division 
of Railway Transport, with headquarters 
at San Francisco, Cal., was reported in the 
Railway Age of March 7. 


Harold V. Bordwell, whose promo- 
tion to assistant general manager of the 
Western district of the Erie, with head- 
quarters at Youngstown, Ohio, was re- 
ported in the Railway Age of March 21, 
was born at Alden, N. Y., on July 16, 
1899, and entered railway service on Janu- 
ary 13, 1919, as a yard clerk on the Erie 
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at East Buffalo, N. Y. On September 1, 
1922, he was promoted to assistant chief 
clerk and on October 1, 1926, he was ad- 
vanced to yardmaster, serving in the latter 
capacity at various locations. On June 1, 


Harold V. Bordwell 


1934, Mr. Bordwell was promoted to train- 
master and served in that capacity at vari- 
ous locations. On March 1, 1940, he was 
advanced to assistant superintendent at 
Chicago. He was promoted to superin- 
tendent, with headquarters at Huntington, 
Ind., on February 16, 1941, later being 
transferred to Marion, Ohio, where he was 
located at the time of his recent promotion. 


Vincent J. McMullen, whose promo- 
tion to ‘superintendent of the Kent division 
of the Erie, with headquarters at Marion, 
Ohio, was reported in the Railway Age 
of March 21, was born at Buffalo, N. Y., 
on July 23, 1898, and attended Canisius 
college. Mr. McMullen entered railway 
service on September 15, 1917, as an elec- 
trician in the Buffalo car shop of the Erie 
and on February 9, 1922, was promoted to 
inspector in the car department, serving in 


Vincent J. McMullen 


that capacity at various locations. On Oc- 
tober 22, 1928, he was promoted to fore- 
man on the Mahoning division, and on 
October 1, 1934, he was advanced to divi- 
sion car foreman at Cleveland, Ohio. Mr. 
McMullen transferred to the operating de- 
partment on August 10, 1937, as inspector 
of operation at Cleveland, and on October 
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22, 1937, he was promoted to trainmaster, 
serving at various locations. On February 
16, 1941, he was promoted to assistant su- 
perintendent at Chicago, which position he 
held until his recent promotion. 


S. Hammer, assistant superintendent on 
the Memphis division of the Missouri Pa- 
cific, with headquarters at Wynne, Ark., 
has been promoted to superintendent of the 
Missouri and Memphis divisions and the 
Missouri-Illinois Railroad, west of the 
Mississippi river, with headquarters at Pop- 
lar Bluff, Mo., succeeding Clyde W. Pace, 
who has been transferred to the Eastern 
and Kansas City Terminal divisions, with 
headquarters at Kansas City, Mo., reliev- 
ing Charles F. Dougherty, who has been 
called to military service. R. M. Smith, 
trainmaster at Bush, IIl., has been advanced 
to assistant superintendent at Wynne, re- 
placing Mr. Hammer, and M., F. Weeks 
has been appointed trainmaster at Bush, 
succeeding Mr. Smith. 


Charles H. Longman, assistant tothe 
chief operating officer of the Chicago & 
North Western, has been promoted to as- 
sistant chief operating officer, with head- 


Charles H. Longman 


quarters as before at Chicago. Mr. Long- 
man was born in Chicago on April 4, 
1893, and entered railway service on May 
22, 1907, as a clerk on the Chicago & 
North Western. In the following year he 
became a locomotive fireman and four 
years later an engineman. In 1926, he was 
promoted to road foreman of engines in 
the Chicago terminals and three years 
later was made supervisor of safety at 
Chicago. For seven months in 1932, he 
again served as an engineman in the Chi- 
cago terminal, and from October, 1932, to 
November, 1933, as trainmaster at Boone, 
Ia. On the latter date he was transferred 
to Chicago, which position he held until 
February 21, 1934, when he was promoted 
to assistant to the general manager. On 
December 1, 1934, he was promoted to as- 
sistant to the vice-president and general 
manager, and on July 1, 1937, he was ad- 
vanced to assistant general manager. In 
1940, Mr. Longman was appointed assist- 
ant to the chief operating officer. 


W. S. Alcumbrac, assistant superin- 
tendent of the Iowa division of the Chi- 
cago & North Western, with headquarters 
at Sioux City, Iowa, has been promoted 





bet dee, i: a. en. tee Be bk ek See eee eee Oe ei oe ae cs ac ee cle ee ee ies eee” ee tee ie ee ee ee Ae 


Pa ee ee ee Se era oe ae a a 


Ae. —— beet = eet SO ee 














Vol. 112, No. 14 


to superintendent of the Dakota division, 
with headquarters at Huron, S. D., suc- 
ceeding H. S. Smith, who has been trans- 
ferred to the Madison division, with head- 
quarters at Madison, Wis., relieving 
Elmer Terrill, who has been transferred 
to the Iowa division, with headquarters at 
Boone, Iowa. Mr. Terrill replaces L. B. 
Kendall, who has been transferred to the 
Galena division, with headquarters at Chi- 
cago, succeeding Henry A. Parish, who 
has been transferred to the Wisconsin di- 
vision, with the same headquarters, replac- 
ing Henry R. Koch, whose death on 
March 15 was reported in the Railway 
Age of March 21. W. L. Mueller, as- 
sistant superintendent at Casper, Wyo., has 
been transferred to Sioux City, relieving 
Mr. Alcumbrac, and A. H. Warring, 
trainmaster at Fremont, Neb., has been 
advanced to assistant superintendent at 
Casper, succeeding Mr. Mueller. B. R. 
Meyers, trainmaster at Mason City, Iowa, 
has been transferred to Council Bluffs, 
Iowa, succeeding J. R. Chandler, who has 
retired from active service, and W. F. 
Leske, assistant trainmaster on the Black 
Hills division, has been promoted to train- 
master at Mason City, replacing Mr. Mey- 
ers. L. C. Reynolds, division storekeep- 
er at Chadron, Neb., has been appointed 
trainmaster at Fremont, Neb., succeeding 
Mr. Warring. 


Adolph E. Kriesien, whose promotion 
to general manager of the Western district 
of the Erie, with headquarters at Youngs- 
town, Ohio, was reported in the Railway 
Age of March 21, was born at Paterson, 
N. J., on August 19, 1902, and attended a 
technical school at Newark, N. J. Mr. 
Kriesien entered railway service in July, 
1920, as a rodman on the Erie at Youngs- 
town, later being promoted successively to 
levelman, transitman and head of corps. 
On July 1, 1928, he was promoted to as- 
sistant division engineer of the New York 
Terminal division at Jersey City, N. J., 
and on November 16, 1933, he was ap- 
pointed inspector of transportation at Cleve- 
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land, Ohio. Mr. Kriesien was promoted 
to trainmaster at Dunmore, Pa., on May 9, 
1934, later being transferred successively 
to Jersey City and to Marion, Ohio. On 
February 1, 1938, he was promoted to su- 
perintendent of the New York Terminal 
division at Jersey City, later being trans- 
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ferred successively to Buffalo, N. Y., and 
Salamanca, N. Y. On October 16, 1940, 
Mr. Kriesien was promoted to assistant 
general manager of the Eastern district, 
with headquarters at Jersey City, which 
position he held until his recent promotion, 
effective March 17. 


Charles F. Donnatin, assistant general 
manager of the Southern Pacific, Pacific 
lines, with headquarters at San Francisco, 
Cal., has been promoted to general man- 
ager, with the same headquarters, succeed- 
ing Leslie B. McDonald, whose promo- 
tion to vice-president: in charge of opera- 
tions is reported elsewhere in these col- 
umns. James W. Corbett, superinten- 
dent of the Portland division, with head- 
quarters at Portland, Ore., has been ad- 
vanced to assistant general manager at San 
Francisco, relieving Mr. Donnatin, and M. 
L. Jennings, superintendent of the San 
Joaquin division at Bakersfield, Cal., has 
been transferred to Portland, replacing 
Mr. Corbett. B. W. Mitchell, assistant 
superintendent at Los Angeles, Cal., has 
been advanced to superintendent at Bakers- 
field, succeeding Mr. Jennings. W. B. 
Kirkland, superintendent of transporta- 
tion, has been promoted to general super- 
intendent of transportation, with headquar- 
ters as before at San Francisco. A biogra- 
phy and photograph of Mr. Corbett were 
published in the Railway Age of July 26, 
1941, shortly following his promotion to 
superintendent at Portland. 


TRAFFIC 


The Virginian has removed its New 
York freight office from 230 Park avenue 
to Room 1109, 44 Wall Street. 


Adrien R. Burnett, chief clerk in the 
trafic department of the St. Louis South- 
western at Tyler, Tex., has been promoted 
to assistant general freight agent at that 
point, a newly created position. 


James R, McClurken, assistant general 
freight agent for the Kansas City Southern- 
Louisiana & Arkansas Lines at St. Louis, 
Mo., has been promoted to general freight 
agent, with the same headquarters. 


James C. Cooke, assistant foreign pas- 
senger agent of the Pennsylvania, has been 
promoted to foreign passenger agent, with 
headquarters as before at New York, suc- 
ceeding Henry Opperman, Jr., deceased. 
V. E. Woodward, city ticket agent, has 
been appointed assistant foreign passenger 
agent, to succeed Mr. Cooke. 


R. E. King, district freight and pas- 
senger agent for the Chicago, Rock Is- 
land & Pacific at Indianapolis, Ind., has 
been promoted to general agent, passenger 
department, at Detroit, Mich., succeeding 
C. P. Bradley, who ha's been transferred 
to New York, replacing M. L. Mowry, 
who retired on April 1. Robert Voigt- 
mann, traveling freight and passenger 
agent at Boston, Mass., has been advanced 
to district freight and passenger agent at 
Indianapolis, relieving Mr. King. 


Charles F. McTague, general freight 
traffic manager of the Delaware, Lacka- 
wanna & Western at New York, retired 
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on April 1, as reported in the Railway Age 
of March 28. 
Mr. McTague was born at Galt, Ont., 


Canada, and started his railroad ca- 
reer in the fall of 1892 as a clerk in the 
office of the local agent of the Canadian 
Pacific. In June, 1893, he entered the em- 
ploy of the Michigan Central at Buffalo, 





Charles F. McTague 
N. Y., as a clerk in the office of the divi- 


sion freight agent. In September, 1899, 
he became chief clerk to the general east- 
ern freight agent of the Lackawanna at 
New York and in June, 1903, he was pro- 
moted to contracting freight agent. Mr. 
McTague was appointed commercial agent 
at Cleveland, Ohio, on December 1, 1905, 
and in July, 1909, he was promoted to 
general eastern freight agent at New York, 
being transferred to Buffalo the following 
November as assistant general freight 
agent. In July, 1924, he returned to New 
York as general foreign freight agent. 
He was promoted to freight traffic man- 
ager on April 15, 1929, and to general 
freight traffic manager on May 1, 1935. 
Upon organization of the Traffic Club of 
New York in August, 1906, Mr. McTague 
became a charter member. 


ENGINEERING & SIGNALING 


J. M. Giles, supervisor of bridges and 
buildings on the Missouri Pacific at St. 
Louis, Mo., has been promoted to division 
engineer, with headquarters at Wichita, 
Kan., succeeding E. B. Fithian, who re- 
tired from active service on April 1. 


C. F. Thomas, resident engineer of the 
Spokane, Portland & Seattle, with head- 
quarters at Portland, Ore., has been ap- 
pointed office engineer, with the same head- 
quarters, a newly created position, and L. 
K. Needham, roadmaster at Portland, has 
been promoted to resident engineer, suc- 
ceeding Mr. Thomas. 


John P. Cronin, whose promotion to 
engineer of design of the Boston & Maine, 
with headquarters at Boston, Mass., was 
announced in the Railway Age of March 
21, was born on June 28, 1888, at Worces- 
ter, Mass. Mr. Cronin received his higher 
education at the University of Maine, grad- 
uating with a Bachelor of Science degree 
in 1912. He entered railway service with 
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the B. & M. on June 24 of that year as a 
draftsman, retaining this position until Oc- 
tober, 1917, when he entered the army, 
serving with the A. E. F. in the 170th 
Aero squadron. In June, 1919, Mr. Cro- 
nin returned to the B. & M. as a drafts- 
man, being advanced to general draftsman 
on October 1, 1920. On April 16, 1928, 





John P. Cronin 
he was promoted to assistant engineer, and 
on February 16, 1929, he became office en- 
gineer in the office of the chief engineer. 
He was holding this latter position at the 
time of his recent promotion to engineer 
of design, which became effective on 
March 16. 


Harold W. Legro, whose appointment 
as engineer of grade crossings of the Bos- 
ton & Maine, with headquarters at Boston, 
Mass., was reported in the Railway Age 
of March 21, was born on November 25, 
1888, at Lynn, Mass. Following a public 
school education, Mr. Legro studied engi- 
neering by means of various special 
courses. On June 3, 1907, he entered rail- 
way service with the B. & M. as a rod- 
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man, serving in this capacity and as tran- 
sitman, inspector and instrumentman until 
January 1, 1918. At that time he became 
assistant track supervisor, holding this po- 
sition until January 15, 1921, when he was 
appointed assistant division engineer of the 
Portland division. On January 16, 1928, 
he became acting supervisor of bridges and 
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buildings on the same division, holding 
this position until February 1, 1928, when 
he became industrial engineer at Boston. 
When this position was abolished on Feb- 
ruary 1, 1939, Mr. Legro became assistant 
division engineer of the Terminal division 
at Boston. He was holding this latter 
position at the time of his appointment as 
engineer of grade crossings, which became 
effective on March 16. 


Henry C. Archibald, who has been 
appointed assistant to the chief engineer of 
the Boston & Maine, with headquarters at 


Boston, Mass., as reported in the Railway - 


Age of March 21, was born on July 26, 
1891, at Everett, Mass. He was educated 
at the Tufts College engineering school, 
graduating in 1915, and entered the service 
of the B. & M. on June 15 of that year as 
a structural draftsman. From 1917 to 
1919, Mr. Archibald served with the A. E. 
F. in France, returning to the B. & M. at 
the end of this period as structural drafts- 
man. In 1925, he was appointed supervi- 


sor of bridges and buildings, and in 1928 


he was advanced to assistant division engi- 
neer, being further promoted to division 
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engineer in 1929. On November 15, 1941, 
Mr. Archibald became acting engineer of 
track, which position he was holding at 
the time of his recent appointment as as- 
sistant to the chief engineer, which was 
effective on March 16. 


John Schofield, whose appointment as 
chief architect of the Canadian National at 
Montreal, Que., was reported in the Rail- 
way Age of March 28, has been with the 
Canadian National for 35 years. He was 
born in Monaghan, Ireland, where he 
served an architectural apprenticeship. Af- 
ter further studies in Dublin, Mr. Scho- 
field went to Canada in 1904, subsequently 
entering the service of the Canadian North- 
ern (now Canadian National). In 1923 
he was appointed architect for the Cana- 
dian National and with the formation of 
Trans-Canada Air Lines in 1937 he was 
also appointed architect for that organiza- 
tion. Since the commencement of the war 
his services have also been utilized by the 
Department of Transport and the Depart- 
ment of Munitions and Supply; the British 
Ministry of Aircraft Production and the 
Royal Air Force Ferry Command. Rail- 
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way stations designéd by Mr. Schofield 
have been erected at Hamilton, Ont., and 
London, St. John, N. B.; Halifax, N. S.; 
Edmonton, Alta.; Saskatoon, Sask.; Niag- 
ara Falls, Ont., and Jasper, Alta. At 
Montreal, Que., he is responsible for the 
design and construction of the new Termi- 
nal station. He has also designed shops 





























John Schofield 
at Montreal, express sheds at Montreal 
and Toronto, Ont., and fruit warehouses, 
telegraph buildings and telegraph offices in 
various parts of Canada. He has been 
associated in many Canadian National ho- 
tel developments, including the resorts in 
Jasper National Park, Minaki Lodge in 
the Lake of the Woods district and hotels 
at Halifax, Saskatoon, Vancouver ° and 
Charlottetown, P. E. I. He is a member 
of the Royal Architectural Institute of 
Canada and the Quebec Province Associa- 
tion of Architects. 


J. A. Beoddy, assistant superintendent 
of signals of the Norfolk & Western, has 
been promoted to superintendent of tele- 
graph and signals, with headquarters as 
before at Roanoke, Va., succeeding D. W. 
Richards, who retired on April 1, after 
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42 years of continuous service. A. B. 
Armistead, inspector of telephones, tele- 
graph and signals, has been promoted to 
assistant superintendent of signals, at Roa- 
noke, to succeed Mr. Beoddy. 

Mr. Beoddy. was born in Madison Coun- 
ty, Ohio, and was educated in the public 
(Continued on page 734) 

















peed peed 


an 








Canadian Pacific Railway Company 
SIXTY-FIRST ANNUAL REPORT 





OF THE 


Drrectors OF CANADIAN Paciric Ramway CoMPANY 


Year Envep DecemsBer 31, 1941 


To the Shareholders: 


The accounts of the Company for the year ended December 
31, 1941, show the following results :— 


ross ARNO oe laa ron erwin a vee oe eas Cae gee ae hele stas ats $221,446,053 
Working edb CUO SURO 6 oo a5 reid scien cco se Sanita wa 175,488,517 
Met aI ee Ole act crak «cb an blakew'e@k AERO rob sina mete $45,957,536 
Cee NaI cleo Is ba e laie.worenline feet sewes abeeees sm heee 13,382,059 
$59,339,595 
Hixed © UMMM. cose ccasesades cawiaeec ass ves $24,228,698 
Interest on bonds of Minneapolis, St. Paul & 
Saul t Ste. Marie oe fnew candy guar- aes 
to interest ur Company....... A 
anteed as interest by your pany 24,978,163 
et SUMO ie adele bua eaus c ietn See ae did a xpislodaisiesjeegece $34,361,432 
Dividends on Preference Stock: 
2e Paid Ne TBebruary 2, 1942 6564,070..., °2°821'391 
2 ebrua —. 21, 
bl san nichts — 5,042,782 
Balance transferred to Profit and Loss Account............ $29,318,650 





Profit and Loss Account 


Profit and Loss Balance December 31, 1940................ $144,045,295 
Balance of Income Account for the’ year ended December 


SE ics Cree Owes Sutin adald cerca out oa ta vicinweenasten 29,318,650 
$173,363,945 
DepuctT: 
Loss on lines abandoned and on property re- 
tired and not replaced .....+.....seeeeee: $649,076 
Exchange adjustment in respect of steamship 
insurance recovered in sterling ........... 1,670,032 
Miscellaneous—Net Debit .............-..6- 658,901 
— 2,978,009 
Profit and Loss Balance December 31, 1941, as 
Pier MIME CONORE, 6 Cea clea UuisckwamsWces aes ned cunwaann as $170,385,936 





Net Income for the year amounted to $34,361,432, being $14,- 
216,376 greater than in 1940. 


Railway Earnings and Expenses 
The comparative results of railway operations were as follows: 





Increase or 

1941 1940 Decrease 

GrO6e RSOHE Go ksb cc'sasidcis $221,446,053 $170,964,897 $50,481,156 
Working ecto (including 

CARMEE Ci co's esddaseeerede 175,488,517 135,325,459 40,163,058 

Net Earnings Mia uk ces Ries $45,957,536 $35,639,438 $10,318,098 

Expense ratios: 

Including taxes ............ 79.25% 79.15% 10 

Excluding taxes ............ 71.65% 74.61% 2.96 

Gross earnings increased by $50,481,156, or 29.5%. The sub- 


stantial increases occurring in the earlier months, as a result 
both of rising wartime activity and the delayed movement of the 
1940 wheat crop, continued to the close of the year, even though 
the final quarter of 1940 had been a period of relatively heavy 
traffic. 

Freight Earnings increased by $41,569,461, or 30.6%. They 
were exceeded only in 1928, when the greatest grain movement 
in the history of your Company occurred. The volume of freight 
traffic was greater than that of any previous year, amounting to 
22,376 million ton miles, 21.5% above the 1928 peak of 18,423 
million. The average revenue per ton mile dropped to 0.79 
cents, the lowest since 1917. 

Apart from grain and grain products, freight earnings reached 
a record level, with a gain over last year of 28.1%. This was 


_ almost entirely the result of the conversion of the national econ- 


omy to a wartime basis. Increases took place in every major 
commodity group, the most striking being in manufactured. goods, 
lumber and bituminous coal. 

Earnings from grain and grain products increased by $11,- 
147,124, or 40.2%. ‘The volume of grain handled was 215 mil- 
lion bushels, compared with 166 million bushels in 1940. This 
was considerably more than the average of 155 million bushels 
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for the ten years 1931-40, which included a period of severe 
drought, but was well below the average of 254 million bushels 
for the five years 1925-29. The increase for the year resulted 
from larger export clearances and additional storage capacity 
at the head of the Great Lakes and other terminal ports, which 
made possible the movement of large quantities of grain from 
Prairie points. 

The Prairie wheat crop amounted to 279 million bushels, as 
against 514 million in 1940, a decrease of about 45%. How- 
ever, as a result of the large carry-over from the previous crop, 
it is estimated that the stock of wheat available for movement 
from the Prairie Provinces at the close of the year was only 
25% less than in 1940. 

Passenger Earnings increased by $6,895,040, or 37.5%, and 
were the highest since 1930. Traffic throughout the Dominion 
was very heavy, particularly on your Company’s transcontinental 
line. The average passenger journey was the longest yet re- 
corded, rising to 144 miles as compared with 119 miles in 1940. 
However, the low rates in effect for members of the armed 
forces, both on duty and on furlough, caused a reduction in the 
average revenue per passenger mile to 1.91 cents, as against 1.97 
cents in 1940, the lowest since 1916. 

Other Earnings increased by $2,016,655, or 12.0%. The larg- 
est increases occurred in sleeping and dining car and news serv- 
ices. Net payments for hire of equipment amounted to $382,296 
as compared with net receipts of $89,390 in 1940. 

‘Working Expenses increased by $40,163,058, or 29.7%. Ex- 
clusive of taxes the increase was $31,095,766, or 61.6% of the 
increase in gross earnings. The wartime cost-of-living bonus 
paid to employees under various Dominion Orders-in-Council 
amounted to approximately $4,500,000. The first cost-of-living 
bonus was made effective on June 1 under Order-in-Council 
P. C. 7440, as amended by P. C. 4643, being at the rate of $1.93 
per week. On September 1 the rate was increased under these 
orders to $3.20 per week, and on November 16, under Order-in- 
Council P. C. 8253, to $3.65 per week. The last mentioned rate, 
if maintained, will involve an annual expenditure by your Com- 
pany of more than $10,000,000. The ratio of working expenses 
(excluding taxes) to gross earnings was 71.65%, as compared 
with 74.61% in 1940, and was the lowest since 1917. 

Maintenance of Way and Structures Expenses increased by 
$7,835,672. During the year 1,546,175 treated and 1,438,836 un- 
treated ties were placed in track and 249 single track miles of 
new rail were laid. Tie plates to the number of 2,137,550 and 
rail anchors to the number of 790,380 were installed. Testing 
of rails for invisible defects by Sperry detector car was con- 
tinued. These cars traversed more than 5,000 miles of track 
during the year, and all defective rails indicated were removed. 
The unprecedentedly heavy traffic now being handled and the 
desirability in the national interest of curtailing the demand for 
labour and materials in order to avoid interference with the war 
effort made it advisable to limit the work of maintenance of track 
and structures to that required for safe operation. Consequently, 
it was deemed desirable to anticipate maintenance expenditures 
that will become necessary in the post-war period by including 
in the expenses for 1941 an amount of $3,500,000 to create a 
special renewal reserve equal to the difference between the actual 
expenditure and that which would have been made under similar 
traffic conditions in peacetime. 

Maintenance of Equipment Expenses increased by $7,611,509. 
Locomotive repairs involved an expenditure of $10,132,262, and 
included the shopping of 614 engines for heavy repairs. Nine 
locomotive boilers and seventeen tenders were replaced and au- 
tomatic stokers were installed in thirty engines. Expenditures 
for freight car repairs amounted to $9,406,014. The programme 
for the year included heavy repairs to 23,827 cars and applica- 
tion of cast steel truck side frames to 3,525 cars. Passenger 









730 RAILWAY AGE 


train car repairs involved an expenditure of $5,957,948. General 
overhauling of 1,387 cars was effected during the year. To meet 
the demands of traffic ten lounge and five compartment cars were 
converted into other classes of sleeping and parlor cars and 
air-conditioned. Steel centre sills and other improvements were 
installed in six baggage and express cars. At the end of 1941, 
92.3% of locomotives and 98.0% of freight cars were in service- 
able condition, as compared with 89.5% and 96.0%, respectively, 
the previous year. Charges for depreciation of rolling stock on 
the basis of use amounted to $12,700,602, as compared with $10,- 
317,760 in 1940. 


Transportation Expenses increased by $14,152,798. In spite 


of higher labour, fuel and material costs, the ratio of transporta- 
tion expenses to gross earnings was the lowest on record, being 
32.62% as against 33.97% in 1940. Although the special traffic 
conditions made unprecedented demands on rolling stock and 
facilities, a high degree of efficiency was maintained, as indi- 
cated by the following comparisons: 


1940 
Freight train load—gross tons 1,747 
Freight train fuel consumptiorf—pounds per 1,000 gross 
ton miles 97 
Freight train speed—miles per hour ‘ a7.5 
Freight car movement—miles per car day ; 36.13 
Freight car load—tons 4 30.12 
Gross ton miles per freight train hour .. 30,653 
Revenue passenger miles per train mile : 55.67 
Other Working Expenses increased by a net amount of $10,- 
563,079, of which $9,067,292 was attributable to higher taxes. 
Railway tax accruals of $16,833,158, including $12,400,000 for 
Dominion income and excess profits taxes, were by far the 
highest on record, absorbing 7.6% of the gross earnings and be- 
ing equivalent to almost one-half of the net income for the year. 
These tax accruals do not include excise and sales taxes or cus- 
toms duties, which though charged to working expenses are not 
segregated. 


Other Income 


Other income amounted to $13,382,059, an increase of $2,689,895, 
or 25.2%. 

Dividend income increased by $342,672. Dividends paid by 
The Consolidated Mining and Smelting Company of Canada, 
Limited, were at the rate of $2.50 per share, compared with 
$2.25 in 1940, which resulted in an increase of $420,625 in the 
amount received by your Company. 

Net income from interest,-exchange, separately operated prop- 
erties and miscellaneous sources increased by $2,253,202. Inter- 
est received on deferred payments on land contracts was greater, 


and income from the Steamship Replacement Fund was accrued | 


for a full year for the first time. The net of receipts and pay- 
ments in currencies other than Canadian during the year re- 
sulted in an increase in income from exchange. 

Net earnings of ocean and coastal steamships amounted to 
$2,788,297, a decrease of $287,612. Agreement was reached on 
certain details of hire for requisitioned vessels which were still 
unsettled at the close of 1940. The present year’s accounts in- 
clude an amount of $1,319,969, representing additional earnings 
_ for the previous year over and above the amount, partly esti- 
mated, which was shown in the last Annual Report. The de- 
creased net earnings for the year are accounted for by the fact 
that fewer ocean vessels were in operation. Coastal steamship 
operations resulted in an increase in net earnings of $387,628. 

Net earnings of hotel, communication and miscellaneous prop- 
erties increased by $381,634. Every hotel reported improved 
earnings, and the total increase amounted to $367,228. The in- 
crease in communication earnings was $266,579, accounted for 
largely by gains in ordinary commercial telegraph transmissions 
and telegraph tolls on cable messages. There was a decrease of 
$252,173 in earnings of miscellaneous properties. 


Fixed Charges and Guaranteed Interest 


Fixed charges decreased by $1,152,018. The principal reduc- 
tions resulted from the retirement without refunding of the 
Twenty Year 4%4% Sinking Fund Secured Note Certificates and 
of substantial amounts of the Collateral Trust Bonds and Serial 
Secured Notes. 

The amount charged to income on account of guaranteed in- 
terest on Soo Line bonds was reduced from $805,830 in 1940 to 
$749,465, as a result of the discontinuance of the practice of 
computing interest accruals on the bonds held by your Company. 
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Heretofore this interest has been taken up through Other In- 
come, so that the change in accounting has no effect on Net 
Income. 


Dividends 


Dividends amounting to $5,042,782, being at the rate of 4% on 
the non-cumulative Preference Stock, were declared out of the 
Net Income for the year. 

After careful consideration it was decided not to declare any 
dividend for the year 1941 on the Ordinary Capital Stock. In 
reaching this decision your Directors are of the opinion that 
greater benefit will inure to the shareholders through the further 
strengthening of the financial resources of your Company than 
from a disbursement of current income. The increase in earn- 
ings during the last two years has been due almost entirely to 
wartime activity and cannot be depended upon as a true indica- 
tion of.future results. The shareholders’ equity will continue to 
be enhanced to the extent that capital expenditures and maturing 
obligations are met without recourse to new financing, and your 
Company will be in a better position to meet the unpredictable 
conditions of the post-war period, which may require extensive 
changes in facilities and services. 


Profit and Loss Account 


The balance of income account transferred to profit and loss 
amounted to $29,318,650, as compared with $15,102,274 in 1940. 

Loss on lines abandoned and on property retired and not re- 
placed amounted to $649,076. Three sections of branch line in 
the Province of Quebec were abandoned during the year, viz., 
Mando to Point Fortune, 6.8 miles, Kingsbury to Windsor Mills, 
9.3 miles, and Eastman to Peasley’s Siding, 6.8 miles. 

The profit and loss balance at the close of the year was higher 
by $26,340,641 than at the end of 1940. 


Land Accounts 


During the year 89,449 acres of agricultural lands were sold 
for $569,717, an average price of $6.37 per acre. Included in this 
total were 200 acres of irrigated land, sold at an average price 
of $39.94 per acre. 

Cash received on land account totalled $2,856,347, including 
$498,599 for petroleum rights, coal land rents and royalties, and 
gas royalties. Disbursements for land and irrigation expenses, 
including taxes, were $1,297,419, leaving net cash receipts of 
$1,558,928. This was an improvement of $356,614 over the pre- 
vious year. 

Continuing the policy of rendering assistance to farmers in the 
Western Provinces who have suffered through adverse condi- 
tions, your Company extended to the current crop year the same 
rebates of interest and other concessions as were granted in 1940. 
The total amount of assistance to holders of farm contracts since 
1932 has been $18,130,562. 


Balance Sheet 


The General Balance Sheet is presented with its supporting 
schedules in its customary form. For clarity and brevity all 
amounts have been shown in even dollars. 

The net increase in Property Investment during the year 
amounted to $5,515,477. 

Owing to increased insurance risk resulting from wartime con- 
ditions, it was decided to retain in the Insurance Fund the excess 
of premiums and investment income over losses sustained during 
the year. As a result, the Insurance Fund and Insurance Re- 
serve were increased by $740,835. 

The Steamship Replacement Fund was augmented by further 
amounts recoverable as insurance on vessels lost through enemy 
action during the year and by interest earned by the fund. 

The excess of Current Assets over Current Liabilities was 
$57,909,423, or $7,630,457 greater than at the end of the previous 
year. The increased amount of income and excess profits taxes 
unpaid, together with the provision for redemption of outstanding 
Twenty Year 444% Secured Note Certificates, which were called 
on June 15, account for the increase of $10,190,120 in Other 
Current Liabilities. 

Miscellaneous Accounts Payable include $980,940 which was 
paid to the Dominion Government on January 2, 1942. Of this 
amount $110,940 was the final instalment on the 2%4% loan 
under the Unemployment Relief and Assistance Act, 1936, and 
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$100,000 the current instalment and $770,000 the entire unpaid 
balance of the 4% loan under the Supplementary Public Works 
Construction Act, 1935, which was repayable serially to 1950. 


Finance 


Serial 3% Collateral Trust Bonds to the amount of $1,000,000 
were redeemed, and 3% Collateral Trust Bonds due 1945 to the 
amount of $2,000,000 and 6% Collateral Trust Bonds due 1942 
to the amount of $223,000 were purchased and cancelled. Con- 
solidated Debenture Stock to the amount of $3,953,200, pledged 
as collateral to these bonds, was released and cancelled. 

During the year $331,000 of matured but unredeemed Collateral 
Trust Bonds were paid. Consolidated Debenture Stock to the 
amount of $397,200, pledged as collateral to these bonds, was 
released and cancelled. 

Equipment obligations to the amount of $3,918,202 matured and 
were paid, and Consolidated Debenture Stock to the amount of 
$268,000 pledged under Series “D” was released and cancelled. 
The sum of $2,746,292 was deposited with the Trustee of the 
Equipment Trust maturing July 1, 1944. Under authority of 
the Trust Agreement the Trustee expended $691,117 of the 
amount deposited in the purchase of new rolling stock to be 
leased to your Company and also purchased and cancelled $189,- 
000 of the Equipment Trust Certificates. 

Serial 4% Secured Notes to the amount of $638,285 were re- 
deemed on February 1, and on such redemption Consolidated 
Debenture Stock to the amount of $1,631,500 was released and 
cancelled. 

The balance of $18,473,100 Twenty Year 4%4% Sinking Fund 
Secured Note Certificates, maturing December 15, 1944, were 
called for redemption on June 15. By the end of the year $17,- 
209,700 of these Note Certificates had been redeemed, and the 
amount owing with respect to the remaining $1,263,400 is in- 
cluded in the balance sheet under Other Current Liabilities. 

On December 1, $2,000,000 of the 3% Serial Secured Notes, 
maturing December 1, 1943, were prepaid. As a result of such 
prepayment Consolidated Debenture Stock to the amount of $2,- 
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000,000 was released and cancelled, and 68,000 shares of capital 
stock of The Consolidated Mining and Smelting Company of 
Canada, Limited, were released. 

At the beginning of the year 1941 the sum of $210,940 was 
repaid to the Dominion Government in reduction of the liability 
for loans made on account of unemployment relief. 

The financial transactions for the year provided for the retire- 
ment without refunding of $29,486,493 of bonds, notes and other 
obligations, and in a reduction of $8,249,900 in the amount of 
Consolidated Debenture Stock issued as collateral. 


Pensions 


Your Company’s outlay under its pension plan and the levies 
upon it under the United States Railroad Retirement Act aggre- 
gating $3,562,671 were included in working expenses. 

The number of employees pensioned during the year was 637. 
After allowing for deductions owing to death and discontinuance 
from other causes, the total number on the pension payroll at 
the end of the year was greater by 282 than at the end of 1940. 

Distribution by ages was as follows: 





ie OO VERE OR OME oa cc oa 2e crc caw ca Ct nce adah segs ees tase 252 
Fronn 60 to GO yeare G0) SG TCIUSEUR oe 0. n oc dieie ee Wicecustereee 507 
Peden 6S Uh: 70 SOARS Cl SRE TCIMRING os 6.5 hoc cdenneasandemsedens’s 2,093 
CG 2G weit ON OO a Fo ic hac de ete te cnanngindasdcadsdaaeaaee 1,594 
4,446 

Air Lines 


The Air Services Department organized by your Company in 
1940 in co-operation with the British Ministry of Aircraft Pro- 
duction ceased operation on July 15. The activities of this de- 
partment had expanded rapidly in conjunction with the acquisi- 
tion by the British Government of military aircraft in America 
and were conducted on a non-profit basis. Atfero, a special 
branch of the Ministry, took over the operations previously car- 
ried on by the civilian organization set up by your Company 
until the services were finally brought’ under the direction of the 
Royal Air Force Ferry Command. 

In furtherance of the policy outlined in the proceedings of the 








Canadian Pacific Railway Company 
General Balance Sheet, December 31, 1941 


Assets 
PropERTY INVESTMENT: 
Railway, Rolling Stock, Inland Steamships, 
Hotel, Communication and Miscellaneous 
NP ENHOMANOS 8 oct 2 ele: oi sce wracar se halal aie'e aie oh $855,795,669 


. Improvements on Leased Property ........ 97,722,158 
Ocean and Coastal Steamships ........... 79,249,142 
Stocks, Bonds and Other Securities of 

Leased, Controlled and Jointly Controlled 
Railway Companies and Wholly Owned 
CRANES cas e's ec Ca aes Ceew Kermee ks 194,112,303 


$1,226,879,272 
OrHER INVESTMENTS: 
Miscellaneous Investments—Cost ......... $27,595,427 


Advances to Controlled and Other Companies 27,093,673 
Mortgages Collectible and Loans & Advances 
Cer NUIOIE Sieh c cred boi aswesece a apines 3,370,894 
Deferred Payments on Lands and Townsites 30,605,011 
Unsold Lands and Other Properties ...... 22,990,193 
MMRCTanCe UNG. coos. cnewee sabes bie Cane 9,006,509 
Steamship Replacement Fund ............ 21,545,701 
a 142,207,408 
Current AsSETs: 
Material and Supplies: 6... ..0ceiescicie'es ose’ $25,125,019 
Agents’ and Conductors’ Balances ........ 12,143,219 
Miscellaneous Accounts Receivable ....... 12,992,350 
CARI ee tree tn Co eras w/a daiwa ce cudl'y eke bare 48,043,813 
a 98,304,401 
Unapyustep Desits: 
RMAtENINEGE EROUGIEE™ oa cc's a'saldiefarenie6a,5\b 5 wire $203,866 
Unamortized Discount on Bonds ......... 1,949,555 
Other Unadjusted Debits ............... 996,405 
3,149,826 


$1,470,540,907 





To THE SHAREHOLDERS, 


CanApDIAN PaciFic RAILway CoMPANY: : 

We have examined the Books and Records of the Canadian Pacific Rail- 
way Company for the year ending December 31, 1941, and having com- 
Pared the above Balance Sheet and related schedules therewith, we certify 
that in our opinion it is properly drawn up so as to show the true financial 
Position of the Company at that date, and that the Income and Profit & 

ss Accounts correctly set forth the result of the year’s operations. 

The records of the securities owned by the Company at December 31, 
1941 have been verified by an examination of those securities in the custody 
of its Treasurer and by certificates received from such depositaries as are 
holding securities for safe custody for the Company. 


PRICE, WATERHOUSE & CO., 
Chartered Accountants. 


Montreal, March 9, 1942. 
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- Liabilities 
CAPITAL STOCK: 
Chatter e Silchar co cces 20s ee One ie oak eka $335,000,000 


Preference Stock—4% Non-cumulative .... 137,256,921 
——— $472,256,921 
PERPETUAL 4% CONSOLIDATED DEBENTURE 
PIO  carccd ocieedacd adders neende es $471,171,229 
Less: Pledged as collateral to bonds, notes 
and equipment obligations ............. 175,733,000 
a 295,438,229 
Pownins DMO 6 o3oe8 sono hat cee aece ct sen $190,659,625 
Less: Securities and cash deposited with 
Trustee of 5% Equipment Trust........ 13,078,103 
a 177,581,522 
CurRRENT LIABILITIES: 
POR MINS oo uicae ue gine aac lauds aes $4,587,409 
BRU VOUMNGG RE ood ida acc beaciewees 9,746,148 
Net Tratic Halauees <.c.55 ci Foe comes 1,211,681 
Miscellaneous Accounts Payable .......... 4,520,423 
Accrued Fixed Charges and Guaranteed 
WNOUGUMES so ect wuand ade e cake sbw ae wale doe 2,335,406 
Unmatured Dividend Declared ........... 2,521,391 
Other Carrent: Liabslities *. .c. ..ccccc eens 15,472,520 
——____—__— 40,394,978 
DEFERRED LIABILITIES: 
Dominion Government Unemployment Relief $2,447,223 
RRSUIMAMIDE rid o's a we aa oanadace dae eok a 3,463,187 
—ctepetiaitamenliee 5,910,410 
RESERVES AND UNADJUSTED CREDITS: 
Maintenance of Way Renewal Reserve.... $3,500,000 
Rolling Stock Depreciation Reserve ...... 72,422,242 
Hotel Depreciation Reserve .............. 8,517,877 
Steamship Depreciation Reserve ........ : 55,749,033 
Teventaient Reserves: oo nc 3 sc 5 ois cee tacc 17,542,428 
WUE ORONO 5 CS i eccc ese eawwwes 9,006,509 
Contittment Weseewes 2.65. shee ceo cicincsc 5,184,870 
issccharntens Crete ssc oa cai, < wie vrads wnwas 3,619,263 


175,542,222 
68,551,646 
64,479,043 

170,385,936 


$1,470,540,907 


PREMIUM ON CAPITAL AND DEBENTURE STOCK 
Ebi SOMNEUR Sconce dcr can het hedesdnccisponaneaeenen 
Paovir ap Lose HAtaARG® oo6 6a scenes 


E. A. LESLIE, Comptroller. 
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last annual meeting with respect to acquisition of a controlling 
interest in various air lines, your Company acquired the entire 
capital stock of Arrow Airways Limited and Dominion Skyways 
Limited, and a majority interest in Canadian Airways Limited, 
Prairie Airways Limited and Wings Limited. 

The operating reorganization of the lines is proceeding, and it 
is anticipated that as a result of the steps being taken air trans- 
portation in Northern and Western Canada will be placed on a 
more efficient basis. As will be seen from the map accompany- 
ing this report, these lines furnish the only practical agency of 
transportation to and from large portions of the Central and 
Western Provinces and the Yukon and Northwest Territories. 
Journeys which now take but a few hours formerly consumed 
weeks or months by the primitive means of transportation then 
available. 

Practically speaking, the existence of the communities which 
have been established in these areas depends upon the continua- 
tion of aeroplane service. 

It is planned to extend these services as requirements demand. 
Such extensions, other than those directly called for in the prose- 
cution of the war, will of course be restricted by the amount of 
equipment available for commercial transportation purposes, but 
subject to that limitation every effort will be made to provide 
modern and economical air service throughout those parts of 
the Dominion served by your affiliated companies. 

The Government has recognized the necessity for the mainten- 
ance of these services, and the necessary priorities have been 
granted for equipment, repair parts and supplies to enable this 
to be done. 

Your investment in these affiliated companies, including ad- 
vances for the acquisition of equipment, working capital and other 
requirements, amounts to approximately $3,400,000. Further 
steps towards the consolidation of these companies are being 
taken. 


Minneapolis, St. Paul & Sault Ste. Marie Railway Company 


The gross earnings of this Company increased by $2,609,258, 
and the net earnings were $2,313,569 as compared with $2,036,278 
in 1940. The grain crop in the area served by the Soo Line 
amounted to 50 million bushels, compared with 40 million in 
1940. This was the largest crop since 1928. Working expenses 
for 1941 included $396,821 for special amortization of equipment 
authorized by a defense certificate. 

As forecast in the last Annual Report, the negotiations be- 
tween your Company, the Trustees of the Soo Line and repre- 
sentatives of holders of Soo Line Bonds resulted in an agreed 
plan of reorganization. This plan was filed with the Interstate 
Commerce Commission by the Trustees on March 19. It in- 
cludes a provision that if a plan should finally be approved and 
made effective substantially in the form of that filed by the Trus- 
tees, your Company would enter into a traffic agreement with 
the reorganized company providing for the continuation of the 
traffic relationships and arrangements between the two compa- 
nies which existed between the Trustees of the Soo Line and 
your Company on November 1, 1940. 

A public hearing was held before one of the Commission’s 
examiners in May and his report recommending a modified plan 
of reorganization was issued on August 29. Exceptions having 
been filed by some of the parties in interest, a hearing by the 
Commission was held on October 28. A draft of the proposed 
new traffic agreement has been agreed upon and filed with the 
Commission at its request, but no final report has yet been issued. 

In the meantime, no further proceedings are being taken: in 
the action pending in the Circuit Court of Cook County, Illinois, 
referred to in the Annual Report of 1939. 

The only action which is being pressed in connection with 
guarantee of interest on the First Consolidated Bonds is a suit 
in the State of Ohio in which an appeal from the judgment in 
favour of your Company is pending. 


The Duluth, South Shore & Atlantic Railway Company 


The gross earnings of this Company increased by $747,184, 
and the net earnings were $627,466 as compared with $279,722 
in 1940. 

The litigation to which reference was made in the last Annual 
Report is still pending and has further delayed the filing of a 
plan of reorganization. Just prior to the close of the year, rep- 
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resentatives of holders of the First Mortgage Bonds made a re- 
quest for the re-opening of the negotiations broken off in April, 
1940. 


Rates and Services 


No major changes in freight rates occurred during the year. 
Eight new agreed charges were put into effect, among them one 
applying on petroleum products shipped from Calgary to points in 
Alberta and Saskatchewan. This should be of material assistance 
in the orderly marketing of the product of Turner Valley oil in 
the Prairie Provinces. 

Effective November 5, 1939, all personnel of His Majesty’s 
forces proceeding on leave were granted a fare for round trip 
travel equivalent to the regular one-way fare. On July 10, 1941, 
special passenger fares, at the rate of two-thirds of the one-way 
fare for the round trip, were put into effect for members of the 
armed forces on annual or embarkation leave. Half of the re- 
duced fare is paid by the Dominion Government and the other 
half by the passenger. 

Maximum freight, passenger and express rates in Canada were 

fixed by the Wartime Prices and Trade Board at the level in 
effect during the period September 15 to October 11, 1941. In- 
creases in such rates may only be made with the concurrence 
of the Board. Temporary or seasonal rates heretofore existing 
may be applied as in the past. 
_ New rolling stock placed in service during the year included 
25 air-conditioned first class coaches of the most modern design, 
10 light weight steel baggage and express cars equipped with end 
doors for handling automobiles and other special shipments, 500 
steel box cars of 50 tons capacity, 550 steel coal cars of 50 tons 
capacity with twin hoppers and 250 of 70 tons capacity with 
three hoppers. The 35 locomotives, 150 automobile cars and 25 
additional first class coaches for which appropriations were ap- 
proved at the last annual meeting had not been delivered by the 
close of the year. 

The declaration of war upon Japan resulted in the closing of 
your Company’s agencies in Japanese and Japanese-occupied 
territory. 


Wartime Activities 


Transportation requirements during the year were unusually 
severe. In addition to the heavy traffic handled in regular serv- 
ices, there were many calls for emergency movements. These 
demands were intensified with the opening of hostilities in the 
Pacific. 

Motive power and other rolling stock were utilized to a de- 
gree never before reached in the history of your Company. In 
the case of freight cars, the improvement was the result to a 
large extent of whole-hearted co-operation on the part of the 
shipping public. Moreover, in addition to the substantial in- 
crease in the carrying capacity of cars, the improvements in 
design and construction of the modern equipment provided dur- 
ing recent years have made possible a material reduction in the 
time spent for repairs. 

The increased traffic resulting from war activities necessitated 
the extension of a number of railway facilities which were ade- 
quate for normal business. During the year 36 miles of new 
yard and siding track were constructed, and 71 miles of new 
industrial tracks were provided to serve 115 new plants and 
undertakings throughout the Dominion. Most of this construc- 
tion pertains to war projects undertaken either by private in- 
terests or by the Government and its various agencies. 

The programme of munitions production at your Company’s 
shops has proceeded with marked success, and the many diffi- 
culties incident to the initiation of the special projects have been 
effectively overcome. At the close of the year the rate of pro- 
duction of Valentine tanks at the Angus Shops in Montreal had 
reached the objective of three per day. These tanks compare 
very favourably in cost with units of similar design produced 
elsewhere. A considerable number of them have been shipped 
to Russia, where they have rendered effective service in the field. 
Certain extensions and additions to the Angus Shops have been 
constructed for this work. 

Preparatory work for the construction of naval guns and 
mountings at the Ogden Shops in Calgary was completed, and 
production was under way shortly before the close of the year. 
The entire locomotive shop at Ogden is being devoted to this 
purpose, and it has been necessary to make certain additions to 
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facilities elsewhere to take care of heavy locomotive repair work 
previously done at Ogden. 

Through the medium of the air lines which have been acquired 
by your Company, the Royal Canadian Air Force has been sup- 
plied with a large number of skilled pilots and technical help 
for administrative work in the British Commonwealth Air Train- 
ing Plan. In addition, one elementary flying training school, six 
air observer schools and three plants for the overhaul of planes 
and engines are maintained at various points throughout the 
Dominion. An additional overhaul plant is now under con- 
struction. 

Your Company’s entire fleet of ocean steamships, together with 
two units of the British Columbia coastal fleet, are either in the 
service of the Ministry of War Transport of the United King- 
dom or serving as auxiliary craft with the Royal Navy. In 
compliance with government policy, the usual table of steam- 
ships and gross tonnage has been omitted from this report. 

The growth of the activities of the Canadian office of the Min- 
istry of War Transport, which was organized under the direc- 
tion of your Chairman and President, required the services of a 
full time Representative, and Mr. George D. Huband of the 
Cunard White Star Line was appointed to this post, effective 
October 1. For the previous two years Mr. Huband had been 
associated with the Ministry in the United States and has had 
wide experience in handling shipping problems. Four of your 


’ Company’s officers, with some members of their staffs, remain 


in the service of the Ministry, and the office of the Representa- 
tive is maintained at Windsor Station in Montreal. 

A large number of the officers and employees of your Com- 
pany continue to be engaged in various capacities with depart- 
ments and agencies of the Canadian and British Governments in 
the prosecution of the war effort. In addition, at the close of 
the year, 3,758 officers and employees had enlisted in the armed 
forces, and 5,552 members of the steamship organization were 
in Admiralty or other Government service. 

Enthusiastic participation of officers and employees in patri- 
otic activities continued throughout the year. War Savings 
Certificates are being purchased through monthly deductions from 
wage and salary cheques, and at the end of the year 31,809 em- 
ployees were participating in this plan. Your Company’s staff 
has also taken an active part in the Victory Loan campaigns of 
the Dominion Govermment and has made substantial purchases 
of Victory Bonds. 

The employees’ Golden Aircraft Fund, which had been organ- 
ized in the previous year, presented $50,000 to the Royal Cana- 
dian Air Force for the purchase of two fighter planes. The 
presentation took place on November 26 at a ceremony held in 
the concourse of Windsor Station in Montreal. 

During the year your Company and the Pension Trust Fund 
subscribed $10,000,000 to the Canadian Victory Loan 1941. 


Capital Expenditures 

In anticipation of your confirmation, your Directors author- 
ized capital appropriations for the year 1941 amounting to $5,- 
949,762 in addition to those approved at the last annual meeting. 
Among these was $974,000 for the purchase of one hundred re- 
frigerator cars to be delivered in 1942, and a supplementary ap- 
propriation of $820,130 to permit of the purchase of fifteen Pa- 
cific type locomotives of a heavier class than contemplated by 
the original appropriations approved last year. There was also 
included an amount of $2,137,577, representing the ledger value 
of rolling stock units of the Montreal and Atlantic, Esquimalt 
and Nanaimo and Algoma Eastern Railways, which were trans- 
ferred to your Company’s ownership in accordance with the 
general policy of consolidating the investment in rolling stock as 
far as possible in the parent company; this transaction involved 
no cash outlay on the part of your Company. 

Your approval will also be requested for capital appropriations 
of $13,970,890 applicable to the present year. The principal 
items are: — 


Replacement and enlargement of structures in permanent form. . $311,943 
Additions and betterments to stations, freight sheds, coaling and 


,watering facilities and engine houses ...............e0e000 1,178,630 
Ties, tie plates, rail anchors, ballasting and miscellaneous road- 
Way. OUI aC kdloc soko ccieskaewcnaccecetdewhacmeve®s 1,819,769 


Replacement of rail in main and branch line tracks with heavier 


SOCCER rin $4 Sig cao e's vacate tee kionns alin deca cwieg lees 772,374 
Installation of automatic signals ..........ceceeceeceeeececes 100,613 
Additions and betterments to oeep TUROUUMOE <6 5.6. cclyeeeecs ous 454,654 
Additional terminal and side track accommodation ............ 683,627 
New ‘Q0MMiaMEOGhe = es eo tes china docs scion es cna one ecb Sucee ser. 7,766,432 
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Additions and betterments to rolling stock ........-.+eeeeeees 423,974 
Additions and betterments to hotels .........0s-seeceeeeeeeeee 16,586 
Additions and betterments to communication facilities......... 260,951 


The appropriations for new rolling stock provide for the con- 
struction of 7 Pacific type locomotives for passenger and fast 
freight service, 20 Mikado type locomotives for heavy freight 
service, 500 40-ton steel box cars, 250 50-ton steel box cars, 150 
70-ton ore cars and 30 cabooses. 


Co-operation With. the Canadian National Railways 


One additional co-operative project under the provisions of the 
Canadian National-Canadian Pacific Act was made effective dur- 
ing the year, viz., the abandonment of 5.09 miles of Canadian 
National line between Red Deer and Red Deer Junction, Alberta. 
Under this abandonment the Canadian National Railways use 
certain of the facilities of your Company, with a net economy 
estimated at $2,560 per annum to be shared equally by the two 
railways. 

The Board of Transport Commissioners issued orders during 
the year approving applications involving the abandonment of 
38.0 miles of line and disallowing abandonment of 205.1 miles, in 
addition to rescinding authority issued in 1940 to abandon 37.9 
miles. At the end of the year, applications remaining before the 
Board comprised 229.8 miles of track, including 187.1 miles 
operated by your Company. 


Agreements 


The following agreements made by your Directors will be 
submitted for your approval :— 

1. Agreement dated August 1, 1940, between the Canadian 
National Railway Company and your Company respecting the 
joint use for switching purposes of certain lines of railway of 
both parties on the north bank of the Lachine Canal at or near 
Montreal during the period from January 1, 1930, to December 
31, 1949, inclusive; the switching service to be performed by the 
Canadian National and your Company to pay its wheelage pro- 
portion of the expense; each Company to pay one-half of the 
interest charge on Capital Account and its wheelage proportion 
of the expense of maintenance and operation (other than switch- 
ing) of that portion of the joint section owned by the other. 
This agreement cancels_and replaces an agreement with The 
Grand Trunk Railway Company of Canada dated December 1, 
1903. , 

2. Agreement dated August i, 1940, between the Canadian 
National Railway Company and your Company respecting the 
joint use for switching purposes of your Company’s branch on 
the south bank of the Lachine Canal at or near Montreal dur- 
ing the period January 9, 1929, to December 31, 1949, inclusive ; 
the switching service to be performed by your Company; the 
Canadian National to pay one-half of the interest charge on 
Capital Account and its wheelage proportion of the expense of 
maintenance and operation, including switching. 


Stock Holdings 


The holdings of the Capital Stock of the Company at Decem- 
ber 31 were as follows: 











ORDINARY PREFERENCE = 
A ‘OTAL 
if Per- * ms Per- ~ Per- 
No. of centage No. of centage centage 
Holders of Stock Holders of Stock of Stock 
ee ee 26,012 17.74 154 .60 12.66 
United Kingdom and 
other British ...... 19,316 53.15 25,798 96.37 65.96 
United States ....... 14,520 22.83 64 33 16.16 
Other Countries ..... 3,542 6.28 584 2.70 5.22 
63,390 26,600 


Changes in Directorate 


It is with deep regret that your Directors report the loss by 
death during the year of two members of the Board, both mem- 
bers of the Executive Committee and resident in Montreal, the 
Rt. Hon. Arthur B. Purvis, P. C., in August and Sir Herbert 
S. Holt, in September. 

Sir Herbert Holt was the senior member of the Board of 
Directors and Executive Committee of the Company, having 
served as a Director since 1911 and as a member of the Execu- 
tive Committee since 1914. His wide experience and keen in- 
sight were of inestimable value in the conduct of your Company’s 
affairs. As a financier and industrialist he made a notable con- 
tribution to the development of Canada, and his practical support 
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of education and medical and surgical science was a very im- 


portant factor in preserving the outstanding position of Montreal 


in these activities. 


Mr. Purvis was appointed a Director in 1938 and was chosen 
as a member of the Executive Committee in the following year. 
In his association with your Company he gave to its affairs the 
full benefit of his wise counsel and great executive ability. His 
tragic and lamentable death occurred during a visit to Great 
Britain in the performance of his important duties as Chairman 
of the British Supply Council in North America. The value of 
his special services on behalf of the cause of the Allies as well 


out the year. 


as the splendid contribution which he made to the industrial and 
economic life of Canada.and the improvement of its social condi- 


tions were universally recognized. 


Mr. L. J. Belnap and Mr. Morris W. Wilson were chosen to 


fill the vacancies on the Executive Committee. 


[Advertisement] 
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Retiring Directors 


The undermentioned Directors will retire from office at the 
approaching annual meeting. They are eligible for re-election. 
Mr. L. J. BeLnap 
Hon. Ertc W. HAMBER 
Rr. Hon. Recinatp McKenna, P. C. 
Mr. Ross H. McMaster 
Mr. Morris W. Witson 
Your Directors desire to record their appreciation of the-loyal 
and efficient service given by the officers and employees through- 


For the Directors, 


E. W. Beatty, 
President. 


Montreal, March 16, 1942. 
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schools, later studying electrical engineer- 
ing. He entered the service of the Norfolk 
& Western as a draftsman in the signal 
department in July, 1904, and was pro- 
moted to signal foreman on March 1, 1906. 
In December of the following year, he was 
advanced to supervisor of signal's in charge 
of construction and maintenance and on 
May 1, 1910, he was promoted to general 
signal inspector. On March 1, 1937, he 
was advanced to assistant superintendent 
of signals, which position he held until his 
recent appointment. 

Mr. Richards was born at Brooklyn, N. 
Y., on March 24, 1872. He attended the 
Brooklyn Polytechnic Institute, and war's 
graduated in electrical engineering from 
the Massachusetts Institute of Technology 
in 1894. He was later engaged with Frank 
Ridlon & Company, electrical contractors, 
Boston, and with the National Switch 
& Signal Company, Easton, Pa. Mr. 
Richards directed the building of the 
Norfolk & Western’s signal system from 
its beginning. He installed the railroad’s 
first interlocking plants in 1898 as construc- 
tion foreman for the Union Switch & Sig- 
nal Company. In 1900 he entered the 
services of the Norfolk & Western as sig- 
nal engineer for the purpose of equipping 
the entire railway system with signals. 
On March 1, 1937, he was appointed to 
head the railway’s telegraph and signal 
department as superintendent, when the 
two departments were merged. 


MECHANICAL 


O. H. Clark, general car inspector of 
the Gulf Coast Lines and the International- 
Great Northern (both parts of the Mis- 
souri Pacific system), with headquarters 
at Houston, Tex., has been promoted to 
assistant superintendent of the car depart- 
ment of the Missouri Pacific Lines, with 
headquarters at St. Louis, Mo., succeeding 
F, E. Cheshire, who has been called to 
military service. 


Otto C. Gruenberg, 
motive power of the New York, Ontario 
& Western, with headquarters at Middle- 
town, N. Y., has been granted a leave 
of absence for the war’s duration for serv- 
ice with the United States Army. I. R. 


superintendent 


Pease, assistant to superintendent motive 
power, has been promoted to assistant 
superintendent motive power. J. J. 
Meyers, general locomotive foreman, has 
been promoted to supervisor locomotive 
maintenance. A. R. Green, general car 
inspector, has been promoted to supervisor 
car maintenance. O. M. Hastings, gen- 
eral car foreman, has been promoted to 
supervisor car shops. All of the above 
will continue their headquarters at Middle- 
town. 


Edwin E. Hinchman, whose promotion 
to assistant superintendent of motive power 
on the Southern Pacific, with headquarters 
at Sacramento, Cal., was reported in the 
Railway Age of March 7, was born at San 
Francisco, Cal., on February 17, 1894, and 
entered railway service on September 3, 
1912, as a draftsman in the office of the 
general superintendent of motive power of 
the Southern Pacific at San Francisco. On 
May 1, 1926, he was appointed dyna- 
mometer engineer and on June 16, 1936, 
he was appointed assistant master me- 
chanic at Roseville, Cal., later being trans- 
ferred to West Oakland, Cal. On April 1, 
1939, Mr. Hinchman was promoted to 
master mechanic at Bakersfield, Cal., and 
on July 1, 1941, he was advanced to super- 
intendent of the Los Angeles (Cal.) gen- 
eral shops, which positions he held until 
his recent promotion, effective March 1. 


George R. Andersen, district super- 
visor of car maintenance on the Chicago 
& North Western at Chicago, has been 
promoted to assistant superintendent of the 
car department, with the same _head- 
quarters, succeeding Edward P. Marsh, 
whose death on March 22 was reported in 
the Railway Age of March 28. J. C. 
Byrne, supervisor of car maintenance at 
Green Bay, Wis., has been appointed 
supervisor of car maintenance at Chicago, 
relieving Mr. Andersen, and the position 
of supervisor of car maintenance at Green 
Bay has been discontinued. W. R. Hall, 
supervisor of car maintenance, Western 
district, at Boone, Iowa, has been trans- 
ferred to Chicago, with jurisdiction ex- 
tended to include the entire railway, except 
the Chicago district. C. P. Nelson, gen- 
eral car forman of the California avenue 
coach yard at Chicago, has been promoted 
to assistant superintendent of the passenger 
shop, Chicago shops, succeeding G. E. 
Collins, who has retired, and W. Barrer 


has been appointed general car foreman of 
the California avenue coach yard, replac- 
ing Mr. Nelson. 


Arthur W. Byron has been appointed 
superintendent of motive power of the 
Eastern Pennsylvania and the Central 
Pennsylvania divisions of the Pennsylvania, 
with headquarters at Harrisburg, Pa. 
which position was formerly occupied by 
M. R. Reed, who was furloughed in 1938 
to become a member of the Railroad Re- 
tirement Board in Washington, D. C. Mr. 
Byron has been on leave of absence since 
June 1, 1941, when he became affiliated 
with the Office of Production Management 
(now the War Production Board). Mr. 
Byron was born in Buffalo, N. Y., on Jan- 


Arthur W. Byron 


uary 3, 1880, and after attending the gram- 
mar and high schools of that city, com- 
pleted an engineering course at the Y. M. 
C. A. evening school, and a course in 
business training at the Buffalo College 
of Commerce. Prior to his entering the 
service of the Pennsylvania he worked for 
two and one-half years with the Lake 
Shore & Michigan Southern (now New 
York Central) as a machinist apprentice 
at Buffalo, where he was schooled in the 
air brake department, erecting and machine 
shops and the enginehouse. Mr. Byron 
entered the service of the Pennsylvania in 
December, 1899, as a draftsman in the of- 
fice of the superintendent of motive power 
at Buffalo and advanced through various 
supervisory positions in that department to 
the position of superintendent of motive 
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has the ability to maintain speeds 


while hauling heavier loads 


Speed alone has never been a restriction of the steam 
locomotive, but the ability to maintain today’s sched- 
ules while hauling increased trainloads is a quality 
that is only possessed by Modern Super Steam Power. 
For years Lima has done extensive research work in 
the development of the Super Steam Locomotive. The 
latest development from the Lima shops is the “Alle- 
gheny Type” 2-6-6-6 locomotive. These locomotives 


are proving so successful in hauling the freight of the 
: C & O over the steep grades of the Allegheny Moun- 
Be tains that the Chesapeake & Ohio has placed an ad- 
o ditional order for ten more locomotives to be built to 
- the same specifications as the engine illustrated above. 
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power of the Central Pennsylvania division 
at Williamsport, Pa. While he was mas- 
ter mechanic of the Philadelphia Terminal 
division from July 16, 1938, to October 
16, 1939, he also had general supervision 
and jurisdiction over the motive power de- 
partment of the Pennsylvania-Reading Sea- 
shore Lines. During World War I, Mr. 
Byron was furloughed by the Pennsylvania 
from August 21, 1917, to December 13, 
1920, for military duty, serving with the 
A. E. F. first as superintendent of motive 
power of Military Railways in the Zone 
of Advance and thereafter as assistant gen- 
eral superintendent of motive power, in 
charge of all railway mechanical activities, 
Zone of Advance. In 1920, he was as- 
signed to duty with the U. S. Liquidation 
Commission and was honorably discharged 
from military service in November, 1920, 
with the rank of Major. 


SPECIAL 


Frank Dominic O’Dea, acting super- 
intendent of property protection of the 
Erie, with headquarters at Cleveland, Ohio, 
has been promoted to superintendent of 
property protection. Mr. O’Dea was born 
at Fall Rock, Pa., on July 10, 1895, and 
entered railway service on May 13, 1919, 


Frank Dominic O’Dea 


as a patrolman on the Erie at Hornell, 
N. Y. On January 6, 1920, he was pro- 
moted to sergeant of police at Hornell and 


on June 8, 1926, he was advanced to lieu- 


tenant at Binghamton, N. Y. Mr. O’Dea 
was promoted to captain of police at Hor- 
nell on July 1, 1929, and on February 1, 
1940, he was further advanced to chief of 
police, Eastern district, with headquarters 
at Jersey City. On December 22, 1941, he 
was appointed acting superintendent of 
property protection. 


OBITUARY 


Edward W. Lane, co-trustee of the 
Florida East Coast, with headquarters at 
St. Augustine, Fla., died on March 23. 


Edward L. Bock, general superinten- 
dent of the Western division of the Chesa- 
peake & Ohio, with headquarters at Hunt- 
ington, W. Va, died on March 30 of a 
kidney and heart ailment, at the age of 69. 
Mr. Bock was born at McKeansburg, Pa., 
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on December 7, 1872, and entered railroad 
service in 1890 with the New York Cen- 
tral & Hudson River (now New York 
Central). In 1892 he went with the Ches- 
apeake & Ohio, serving successively as 
telegraph operator, agent, yardmaster, 
general yardmaster, supervisor of track, 
trainmaster, assistant superintendent, super- 
intendent and assistant general superinten- 
dent, becoming general superintendent in 
1919, which position he held until his death. 


Frederick W. Suhl, auditor of passen- 
ger traffic of the Central of New Jersey, 
with headquarters at Jersey City, N. J., 
died at his home in Bayonne, N. J., on 
March 29, at the age of 65. 


Abe L. Ewing, who retired in August, 
1936, as assistant treasurer of the Texas 
& Pacific and the Texas-New Mexico and 
treasurer of the Weatherford, Mineral 
Wells & North-Western, with headquarters 
at Dallas, Tex., died at the St. Paul 
hospital in that city on March 13. 


Frank M. America, editor and man- 
ager of the Erie Railroad Magazine and 
special representative of the president of 
the Erie, in charge of public relations, died 
on March 25 at his home in Cleveland, 
Ohio. Mr. America was born in Buffalo, 
N. Y., on November 28, 1886, started his 
newspaper career as a reporter on the old 
Buffalo Express and later became city 
editor of the Buffalo News. He left Buf- 


falo to join the Associated Press in New - 


York. When the World War broke out 
he was assigned to the London bureau of 
the Associated Press. At the close of the 
war he became a free lance writer and 
traveled widely in Europe. He became 
editor and manager of the Erie Railroad 
Magazine in November,: 1927, with head- 
quarters at New York, later being trans- 
ferred to Cleveland. 


Dr. John P. Getter, a country family 
physician who founded and headed the re- 
cently - abandoned Kishacoquillas Valley 
railroad, died on March 24 at his home in 
Belleville, Pa., at the age of 84. Born in 


‘Green Spring, Pa., Dr. Getter attended the 


Cumberland Valley State Normal School 
at Shippensburg and was graduated in 
1882 from the Jefferson Medical College 
and a year later from the Bellevue Medical 
College, New York, after which he set up 
a general medical practice at Belleville. 
Some years later Dr. Getter became inter- 
ested in connecting Belleville with a branch 
of the Pennsylvania reaching Reedsville, 7 
mi. distant; was successful in interesting 
his fellow citizens in the project and opened 
the road in June, 1893, as its president and 
general manager, which positions he con- 
tinued to hold until abandonment of the 
road in December, 1939. 


John W. Rea, who retired on May 1, 
1939, as general superintendent of the 
Western district of the Missouri Pacific, 
with headquarters at Kansas City, Mo, 
died of pneumonia on February 20 in a 
hospital at Monroe, La., following an ill- 
ness of two weeks. Mr. Rea was born at 
Wesson, Miss., on April 9, 1879, and en- 
tered railway service in January, 1905, as 
a brakeman on the Illinois Central. The 
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next year he became a conductor on the 
Yazoo & Mississippi Valley (now a part 
of the Illinois Central), and in October, 
1907, he was advanced to engine foreman 
and yardmaster. Mr. Rea served from 
September, 1911, to November, 1915, as 
a freight conductor on the Illinois Central 
and he was then promoted to trainmaster 
on the Memphis division, where. he re- 
mained until November, 1923, when he 
was appointed inspector of transportation 
on the Missouri Pacific at St. Louis, Mo. 
In January, 1924, he was appointed acting 
superintendent of the Eastern division, with 
headquarters at Jefferson City, Mo., and 
in May of the same year he was promoted 
to superintendent. Mr. Rea was advanced 
to general superintendent of the Eastern 
district on September 1, 1928. He was 
later appointed successively executive as- 
sistant, with headquarters at Little Rock, 
Ark., and superintendent of the Arkansas 
division, with the same headquarters. In 
June, 1935, he was promoted to general 
superintendent of the Western district, with 
headquarters at Kansas City, which po- 
sition he held until his retirement. 


Fred H. Law, vice-president in charge 
of traffic of the Illinois Central, with head- 
quarters at Chicago, died on March 30 in 


ee 


Fred H. Law 


‘the Illinois Central hospital at Chicago 


from a stroke suffergd the previous day. 
Mr. Law was born at Sheridan, IIl., on 
November 10, 1876, and entered railway 
service on the Illinois Central in 1897 as a 
stenographer at St. Louis, Mo. In Octo- 
ber, 1909, he was appointed commercial 
agent at Pittsburgh, Pa., and in February, 
1912, he was advanced to assistant general 
freight agent at Memphis, Tenn. A year 
later he was transferred to St. Louis, Mo., 
and in February, 1918, he was transferred 
to Chicago. In June, 1925, Mr. Law was 
promoted to general freight agent at Chi- 
cago and in July, 1928, he was advanced 
to assistant freight traffic manager. He 
was further advanced to assistant traffic 
manager in June, 1931, and on December 
1, 1931, he was appointed assistant to the 
vice-president in charge of traffic. In July, 
1935, his title was changed to general traf- 
fic manager. On May 1, 1939, he was 
elected vice-president in charge of traffic, 
which position he held at the time of his 
death. 
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The initial standardization of Arch Brick 
shapes and sizes and Arch tube spacing was 
the work of the American Arch Company. 


It is a work that goes forward constantly and 
saves the Stores and Mechanical Departments 
a vast amount of trouble. 


The easiest solution to many a locomotive 
Arch engineering difficulty would be to use a 





SPECIAL BRICK 


SHAPES 


...,are a nuisance 














special brick shape. But this the American 
Arch Company is willing to do only as a last 
resort. Over 50% of all Arch Brick is covered 
by 6 separate patterns. 


The insistence of American Arch Company on 
adhering to standards has simplified the work 
of the Storekeeper and Maintenance Man. It 
is only one of the many ways in which Ameri- 
can Arch Company is serving the railroads. 


THERE’S MORE TO SECURITY ARCHES THAN JUST BRICK 
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Refractory Specialists 
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Locomotive Combustion 
Specialists 
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EGuipped with an 


Exhaust Steam Injector 


...£0r Low Operatinc Cost 
and Greater Capacity 


Recognition of the fuel saving and capacity 
increasing qualities of the Elesco type of exhaust 


steam injector is world-wide. 


The streamlined ‘‘Empire of India’’ of the 
London and North Eastern Railway is an example 
of Europe’s modern locomotives that are equipped 


with this type of exhaust steam injector. 


Elesco exhaust steam injectors provide the 
highest heat transfer from exhaust steam of any 
type of feedwater heater per unit of weight and 
cost. Apply them to your locomotives for greater 


economy and capacity. 


April 4, 1942 
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AMERICA IN MOTION . . - . by Lowell Thomas 


News summary from national arsenal of mobile power 












I’ VE SEEN a locomotive over 
130 feet long, speeding war 
material over mountain grades, 
and I’11 never forget it! Now 
I’m here where 20 of them were 
born...the home of "The Big Boys," 
7,000 horse—power, the heaviest 
and most powerful locomotives ever 
made...and I know now that some of 
the tanks and gun carriages on that 
train were made right here, side 
by side with "Big Boy." 


I’VE FELT all along 
that power to produce 
is our greatest asset. 
But I never saw a 
speed-up so swift or 
so well directed as 
this. Men swarming 























I’VE WATCHED troops unloading from train all over a Diesel 
after train, powered by fast Diesel or Steam— locomotive, building 
Liners. And now I understand ..ow the railroads medium tanks... 

are able to handle this big job, biggest in ...Skilled man—power 
history, so well. Here they build the most under experienced 
modern, streamlined locomotives in the world, directions. We 

both steam and diesel-powered. Build them fast. Americans, we expect 
Build them to win. miracles. And by 


George, we get them! 





I ASKED about power, 
and I got my answer in 
terms of diesels for 
the Navy. ..Diesel or 
Steam—Liners for the 
railroads, whichever 
is needed to doa 
particular job 
best...tanks and 
gun carriages for 
the Army. A great 
country, this. And 
something I saw 
here tells me 
we’re going to 
keep it that way. 













AMERICAN 
LOCOMOTIVE 


MANUFACTURERS OF MOBILE POWER 


STEAM, DIESEL AND ELECTRIC LOCOMOTIVES 
MARINE DIESELS, TANKS 


GUN CARRIAGES AND OTHER ORDNANCE 











April 4, 1942 











a ee 
















































































































































































































































































































recizc—  8E/££ 018‘¢8 £06‘z01 $02 9b L'sbZ £95‘821 79991 £68'6E 169‘8b £S9°8be vZ6‘1 Ley‘gee 6st “sour Z : z > 
ZELZ0I— ¥789°%2 026‘8 ZOL‘LS “29 $Z0‘TZT bor'r9 209'8 ¢9S‘8T GLL‘Ee LLL‘8L1 Ocs‘T 192°ZZ1 6ST “gage 1 SexaL B oospuRsd ueg ‘sino'y “3S S 
i~] 
, 
gze‘s7s‘t Lee‘160°2 69E°P 16-1 Cvs‘ L8r'Z e79z 9e0'e66'L LOT ‘166°E £19°8SZ Zb0'L80'2 g£e‘e0e'T 628°08¢0T sor ‘ozz‘'L  SSL‘THP'S 99L'b “SOUL Z See cae ca ae 
16st ‘269 TZ8°960°T $98 SOOT 6 T9°ZT2'T 6SL 1Z0‘Ev8'€ per'plet  7216‘82r 1SZ‘800'T 080°24S or9'90's 90S*£09 1S£‘690'b 99L‘F Midi a +e+* oospourrg Ueg-sMOT IS 
ply'sr— ILE Sb 922‘0r 008°L2 ELS Zvlcss Ipe‘Z1£ 92761 Z7e'6Z1 S6£04 Zvs‘0e9 066'89 966; £Sb LO “sour Z ck hs een S 
8Z6'1Z— v9T9E IZ1‘ve QLI‘TS 68 Z6£‘L92 egr‘Ost 9S>'6 ZIl'e9 O2Z‘be g9S‘STEe 910°C LI8‘Zez LO Game puepny : 
ee ae ee ee 
.y 
vys‘OSe Zze‘sZ9 668°S28 osr‘pZs‘T g°2s eggsec't 218, ‘900'T £6602 £06‘08€ 90T'sst ere‘ete’e STZ, ‘cez't 4 eSZiS6ZT = SIT “SOUL Z : ; 
SEZ‘69T, £68°80E 60T‘STP, POLESZ, 7s E11‘298, Z80‘°£6b o9¢‘0T 6bb Por, 6£ £6 LIg‘sp9t 64h ‘829 zo9‘e98, SIT, ‘qog’’ "°°" semod B Bingsypisepazg ‘PuoMmyy = Ss 
Z20°E75‘Z £66°020°2 65, ‘61S'Z  OSO‘SPO'E 9'1Z y19‘1Z6'6 Lee‘tZ is LZe‘SbT ZSZ9LT'E 96z‘rZ0'L 99. *998‘E1 v16°brs pL9°o6e'zt ey T "soul Z a a a ah Site aaa neal 3 
Bz Lee SOLTZOL 198 ‘ogc 298°6L0°Z 8°69 12e'96L'b velices‘2 = vST'eZ 98Z'SZS‘T 22°96 639°9Z8°9  09%°6Zr zse‘sst9 tert “Gomes uIpEesd 2 
€6z°c8 106'ST ¢L6‘82 61L'2b 9°78 06002 229‘°+6 6612 L8Z°LS TPS‘Ze 608‘SbZ asia: L£89°1bZ 06T “soul Z : § 
9¥6'0E Zv0‘0 29°91 SZe‘EZ 3'z8  - Z00°86 9S0‘Sb L6‘t y8h‘62 $96‘9T £ze‘I2t sare IIT‘Stt 061 I RT ae i a gy muMeEYS ‘“BingsHid © 
62£‘91Z £28'9SZ 9EZE1Z £19'662 1°S9 BZE‘6SS TOb‘Z6T TpS‘8E 096‘88I § 20°28 166°858 OL 69¢0Z8 9g *SOUI Z sa a teas e aisoaain 
129°S6 €Z7°SIl 180'Z6 6re ‘92 6°29 $86°99Z 272S‘16 0£9‘6I 867'b6 8876 eee 6k 02 LB8E‘PZE 9€T (1-10 [ea erursat,a aM ¥ 2ngGsHId 
y9SLT 18$‘9b 919° LP 18s‘es z'39 «=: 869 PIT 109'9r 166‘¢ OLT'SE TAMA! 622‘89T eee” eSO‘Z9T 46 "soul Z 
928‘b 688‘0Z v0S‘02 LLE‘ES 1'0Z Zv8'bS 9vy‘1Z £00‘2 ZIt‘6t 08Z‘Z 612‘8L per QI9°LZ . Samir So) ae | seseecceesses gnummegg @ 31nqsid 
ogZ'es0' £98/£09 Z7S°88S $Z8;S90°T +28 BET‘s00'S 69T6src —vOS|SET 6£2°06E'T €7L°S62 £96°020°9 21S‘ 12z e8e'roo's $0! te “SOUL Z ts Re i a mea eee Sul 
L00°Z¢S peS‘LlZ €S8‘06T 668'86£ 7°98 Ozr'ler'z 692961 22°69 O16‘91Z POT‘ Z6E 61e'068'2 981°80T z1s‘z99'~ 9 SS0°7 2 aie ai ayenbsey 249d 
60¢'LZe— 861'7Or— 06L'1eZ— err‘oL— 6901 62£°S60°T zlb's99 cama SPs 261 16£‘08T 996‘rZ0'T 9S0°L6T 6Eb°6LL 90+ “SOU Z s pre 
608°99I— O96'EIZ— OSP ‘IyI— £9S'9S-- Litt g9etses, «sdb eck, 8h6°9 09¢‘z0r 82088 £08‘18h 602‘10T , oss‘sse, 90% “qag 1 °° 177% SOUL] S404SE9S uripesy-eiueaAsuued 
T1g‘of— 841 £9-— 061'¥62 6L9'E¢L 1'€8 LZS859°€ ysO'TZZ'c BLT 8T 8$6;6S2 9Bp Irs 902‘20b'b $89'S99°% coe.s6rT 8Ze “soul Z Lk ES sree ites: a’ ae 
87812 oze‘s9— sovr‘ozt Zee eve’ I'r8 oTeris't 9201 7868 ZS6'bLE 169°SLZ Qpo'Zst'z TIbZ87r 122'8rd SLE ‘yes | : puepsy S00] 
ee ee 
062‘080‘2T 6£6'8h0‘0T e7S‘Sslizt ees‘zzeee = LLL 6S8ILZ'E8 8ZE “099‘zb egeises‘t Z96:L66:b2 zos‘sZe1l BSbP6T'ZOT SEZ, ‘OTZ61 060/168, fee stent ‘me Tr allies 
SLS‘P0L'S 60£,012 » oze‘tee's peOvOr'IE ¥'84 Z61‘2S9'0b ofo'ess’oz e8Zierd EPG T9BIT Str ‘ZES‘s 987‘9r8'TS $98 sos‘6 10% *Z99'8E S12 ‘Or LY Gia eae cei bh d 
6S £'2— 620°LE 690°ZS S6v°S8 6b 62699 ZS‘ ZE 90Z‘T oeZ‘¢ 0S8°61 ver'zst 19¢‘SbT Ze “SOUL Z Pe oor ‘dats anit 
S2:6-—— 9ET‘ST LZ1°82 €Z9° LP 62h 6LL‘SE OST‘6T Sb 868°C TS6‘OT Z0‘e8 eres 610°08 ze ‘dane. ss exqovy-ePy-AHO 420 
i 
g 142‘211— sitter ostize— 659‘6 £86  O22‘22S seg‘esz 72'S 982546 002‘ 102 6£8°18S gL6c1 999‘8eS Sve "SOU Z es a 
o9s‘9s— 19. bS— blZ.6E— Zv0°91— 0901 $Z0°r87Z, Z8vi1ZT, Iep‘z B0r.9r | 695901 £86‘ 297, LOL‘S 06‘8b2, Spe. Gade. vas ha oe oypeg ussjsoMyON 
Lez‘oSzl £80'29S 2 g9s‘rel't  L9v9ES, ¢ T'9Z Zgt‘e9zitt OLO'SPT'S BIT, “pZe yl6-9SE'e BLO0SZ‘T $9" “66L'b1 9£3‘°8S8 66£;108'2T 688°9 “soul Z RU a ee sduiin 
ma SZP'1Z9 698'Z9ET  10S°686 pzr'sse't 9°bZ SgZiogr's  s9eere'c vt ‘09T 99r'0S9'T  S6r°SZ8 60z61e'Z  OZL0°rEr eIZ'pze'9  688°9 Pagien 5.05? oypeg wsloyHON 
5 $39'br 1£Z‘0Z 6S1°60T 8rS‘I8T £08 =. 90094 S9s‘see gel‘es pSe‘szt pZe‘06T 709‘ T+6 40zeT 919° 268 ec “sour Z Hes vhs Lay oud eee ia aden 
| pOT'ST , 866:0F 198s | 165.96 $62 gorse, toesot, L0t 2 9£2‘b9 £80‘26 1Z49°0Lb,  00E"L gooery, EL, eo usaqNoS ALH4ON 
a Tg9'ess’s — EeT, *469'€ eS BhL 989‘2+0'8 0°6S geesss‘It LOT 029, bp SI6‘6I€ EST9ztb #29, ‘986'T 20; TE9‘6T B£6, SEL ggt‘ose’st 1812 “soul Z Ree te i a Sa ‘ en 
peror9'e  vse‘eert  T1L1°926 9r9°SIS*E €°19 zis‘6zs’s 69€00¢ viv 8ST plpeso'c  9vT°SL6 BST'S60'6  69Z°ZEE 91S‘66b'8 =« T8T'2 apm et U39389M 7B AOFON 
9¢7‘96 Z96‘L9 90S‘8ET 00S‘66T z'249 «= 88640 992'897 OLLY ¢Z0°r9 gsr‘ 209 LEt‘Z9 1¥6°00S 292 *SOUI Z Y 
L9S‘Ev 8b8‘rZ 186°45 £6£'88 S°69 6£5°102 LLz‘1et ZLS‘Z g9Z‘ee 726'682 9ZZ‘1E To9‘1bZ 297 ‘ag’ 777 UseISAM B euueyenbsng ‘430A MON 
E1gzeI— 6,64 — £9z‘07—__ Z0S/E 1°96 627; £6 TT Z‘8eS vIS‘'SE $82; S0Z TEZ‘TL6 LSZ‘21 86¢°628 Lvs "SOU Z ‘ : - 
6L99L—  zZt6lLe— ¢6Le— e¢s‘SZ £46 = - 988°8SP €66°29Z 209‘8T $60‘F0T 61h PSP 068°TT 162°8Eb Lvs wer ae ag o11eqUQ ‘YI0A MON 
eoeeee eeeere eoeere eee eeeeee eeoeeee eoeeee eeeeee eeeeee ereeee . eeee Oc Pa a RE 
b0'468°T Z68:SZS°2 £$0°992'h SO°99T'9 1°69 SEL'IsZiel 02S, ‘ospés ££S°627 pcr‘s0l'e 1s9°Ze0'2 881‘Zr6,6T ges‘rrr9 ove! 98° Il 6€8‘T “soul Z +s can en ae 
676'966 Zegussl vsecesr’c  vse‘esr’e 6°S9 10'629'9 6co'cso.e 192 ETT LEzZssr'l  9fb*r96 S6E*ZEL‘OL 996°69E'S Osz'196'S  6e8‘T ‘qaq’''' °° '''* Ps0yHeH FB uoaey MeN “30K MON 
99°966'T 8S8'927'Z 8b L‘610'E 8r0'80I"r 6°79 6L8'rS6°9 TET’ ‘st6e 610; “p97 egs‘pis‘t +68°086 LZ6'290IL 1£8/SEZ 60E'06S‘0T 889'T *sOul Z } 2 
8£6°£96 zZ8'S07'T Ts9PE9T  928'807 2 £09 «= 90S*L0PE = ZEZ ‘0e6'l Sgg‘rel 190‘rSZ 799bSb zee‘oro's  LLe°Set 6zP'z9e's  8g9o'T uke set ene sss * Se yg o8eoIyYD “440A MON 
p18‘8S6 ¥6L'269 eOl'rzI— 1e2'seé £"b8 190°E76'E 188°62S‘T £9008 gZb‘1s9°T 6r0°9Eh Z6L,1S9'b e691 OPEOIr'h  ZEz *SOUl Z 3. he P : 
LIv‘98P 169°€2Z zoe‘ssI—  TeZ'0ce ¥'S8 CpSiQZ8't  e18°7zZ SEl‘6e TEO‘E08 686‘ LIZ PLS'L6l'c  91v°6S 6LL'°820°% zee ‘qea°** ge 
£67°9€2'8 1IsZeso —-£Sb ‘0916 = IST ‘sI9‘9L = 9°84 voe’elO'9 Bre‘s9z ‘Te SBPTZE'T O8Tissti4t The, ‘8208 $8P* gz9‘L£ S95" “6g T‘el py6‘1Z9°LS SI6‘OI  ‘sourz oy Tay Sera ahs 
bre'ss6'e bv7'659°E 296‘28L'b £82'822'8 ZZ 26S‘0Eb*62 92£°600°ST €ge‘Z9S 192‘6c£'8 104‘216'€ SL8°SST'8E 802'22z'9 9 9SE ggs‘8z sI6‘OL “aa°° °° ste yesquag 410K MON 
6S2‘61 L18‘b% OLP' 12 77'S 80S 880°25 vir'6t I8e‘Z g01'9 OLI'LI zlg‘ctl €6z'T 68°SOT Sol “SOUL Z ROE 3 Gr ears ieee 
£7601 gZe‘el T0Z‘Ot Z£9°LZ €°0S 100‘8Z L6%'6 Zol‘t S6L'e 612‘2 €¢9°Ss 0s9 T9¢°ZS sot ES ee ad pe ulayyJON epeaeN 
ges‘cor e£0'sse O1v‘90b es¢'269 v'08 OSTSh8‘Z yzoczert = £19 ‘Sb 00£‘002Z 8zy eh 60S‘ LES‘E g9e'IZy 68£‘208'2 IIIT “soul Z sens : 4 m 
L10°8Z1 OOTP ZT Zb7.681 osz‘ece +08 61Z‘99E'T £89°S69 S6‘2L ZL9‘9EE Z29L‘Z6l 696'669'T I9T‘10Z gorge t= LLT'T qag''° °° 877° SOT WS 8 eZoouezey ‘a[[}AqSeN 
68P‘9IL 9£9°08 per'e 0672°L2 Z9L 0S0‘8bZ 91¢‘SOl 909'T L19‘SOL Zel‘iz Ove’sze cae see Z9L1ZE TS “sour Z i. Senet 
102‘09$ gse‘ze$ oro'e$— _—«18Z‘oe$ 6°82 OZI'STI$  919°Zr$ 282$ gss‘sr$ grz I$ 106‘SPI$ Sen og ezz‘pvi$ =‘ TS rE eee dae yuOW 
Iv61 Zr6r auosut uo1ze12d0 o1zer Te10L wo13e310d omer quew soinzonizs (“OsTut *OUt) sasZuasseg BUF LORS: § a peor jo sweN 
WH ___,-—__—_—_ BuyjesdQ Aemrer BZurje10dQ -sutiy, -dinby pue Ae [e70.L Zulin 
awoout Zuizesedo wos} yo goueuaquiey—”  “———SenusAot Bunes0dQ———— pozesedo 
Aempies PN PN . sosuedxo 8u13e39d Q————— aSeopIW “AY 



















GaNNILNOD—ZP6L EVER AVANAIVD 40 SHLNOW OM], ANV AuvaAday 40 HINOW 


SAYMTIWH JO SSSNadxa CUNY SANNZATE 



















PREVENTS WASTE OF POWER 


THE service built into HUNT-SPILLER Duplex Sectional 


Packing insures steam tight valves and cylinders. Naturally 
this means maximum efficiency and improved operation. 











Big savings in maintenance are also effected because the 
design of Duplex Packing assures maximum service without 


breakage and wear-resisting qualities of HUNT-SPILLER 
Air Furnace GUN IRON reduce replacements to a 


minimum. 


Applications on your locomotives will prevent waste of 
power and increase their availability. In these trying times 
you have to “Keep ‘Em on the road.” 


— HUNT-SPILLER MFG. CORPORATION 


Pac 








PN OES oy V.W. Ellet Pres.& Gen Mgr / \ E.J. Fuller Vice-President 
Kit pings Office & Works 
ea 383 Derchester Ave. South Boston, Mass. 


Canadian Representative: Joseph Robb & Co., Ltd., 5575 Cote St. Paul Rd., Montreal, P. Q. 
Export Agent for Latin America: 
International Rwy. Supply Co., 30 Church Street, New York, N. Y. 


= HUNT’SPILLER 
Air Furnace (GUN IRON 
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Signals mean safety! 


ay and night, up and down and across the entire country, America's 
passenger and freight trains must be kept rolling today. Ex-Cell-O Pins 
and Bushings are definitely helping to do this important job—over 125 railroads depend 
upon these Ex-Cell-O products as preferred equipment on locomotives and passenger cars. 


Railroad Division EX-CELL-O CORPORATION Detroit, Michigan 


and 30 do 


BLAW-KNOX 


Non-slip 


SERRATED-EDGE 
bearing bars and unique 
twisted cross bars provide 
absolute sure-footed safety 
whatever the weather. 


Electroforged into one-piece 
construction, Blaw-Knox run- 
ning boards offer great 
strength and long life — low 
maintenance — easy and eco- 
nomical installation. 


We will gladly prepare draw- 
ings to meet your own con- 
ditions, and quote prices. 
Investigate! 


BLAW-KNOX DIVISION of Blaw-Knox Co. 


Farmers Bank Bldg., Pittsburgh, Pa. 


April 4, 1942 


EX-CELL-O meae4 PRECISION 


Cn- RAILROAD 


PINS AND BUSHINGS 
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@ You get uniform, high quality Certified Steel when you draw on the large and com- 
lete stocks of the nearby Ryerson plant. Prompt shipment assured. Write for Stock 
ist. Joseph T. Ryerson & Son, Inc., Chicago, Milwaukee, St. Louis, Cincinnati, 


Detroit, 


leveland, Buffalo, Boston, Philadelphia, Jersey City. 


Are Safer..yet COST NO MORE! 


Structurals Sheets 
Lewis Iron Strip 
Plates Alloys 


Principal Products Include: 
Cold Finished Steel Mechanical Tubing Babbit Solder 
Tool Steel Boiler Tubes Reinforcing 
Stainless Welding Rod Nails, Rivets, etc. 


RAILWAY AGE 











